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The Tanite Company’s New Milling Machine. 





The Tanite Company, of Stroudsburg, Pa., have now on 
exhibition at the Fair of the American Institute in this city, 
and at the Frazklin Institute, Philadelphia, a new machine, in 
which an emery wheel is used, for the first time, for surfacing 
files and sad irons, finishing anvils, nuts, gibs, keys, slide 
valves, straps, slides, crossheads, and in short, for accomplish- 
ing the majority of work now surfaced on the ordinary planer, 
milling machine, or shaper. It will be remembered that the 
emery wheel made by the above-named corporation is of the 
solid type, and a brief review of the advantages claimed for it 
may appropriately precede the mechanical description ot the 
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G. In addition to performing this labor, the gearing, imme- 
diately driven 5 | pulleys C, also rotates the vertical shaft H, 
which in turn transmits power to the cones on its right. 
These again Sempre 2 the medium of a belt, other cones, and 
further suitable interposing mechanism) revolve a. vertical 
rod, I, the lower end of which is fitted with a globe joint. 
Its upper a a pinion, which, by means of the 
handle, at J, may be thrown into action with one or the other 
of two racks under the table G, so that the latter, by manipu- 
lating the handle as required, may be caused to travel auto 
matically to and fro under the emery wheel, and over such 
distances as may be necessitated by the dimensions of the 
work. The hand wheel, at XK, allows of similar movement to 
be imparted to the table by hand, in circumstances where the 
automatic motion is not desired. 

The mode of operation consists in adjusting the work in the 
chuck to the proper elevation and starting the machine, The 
surface of the sad iron, for example, is thus carried under the 
wheel, and at the same time the latter is drawn across it ; and 
this continues until the motion of the table transports the 
object out of the action of the grinder. The workman then 
gives the handwheel, shown at JL, a part of a turn, thereby 
ioving a fine screw which passes through an arm on the ta- 
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The Saratoga Agreement. 











Novemper 4, 1874. 
To Tae Eprror oF THE RaILRoaD GAZETTE : 


rust no one will consider my article of last week on the 
saratoga Agreement” a wanton attack upon the framer of 
that document. It is indeed a fit subject for satire, but my 
main object was to point out the imperfuctions of the instru- 
ment, the too evident nonchalence of some of the parties to it, 
and the audacity of certain parties in inviting co-operation on 
such a basis. The bearing of the Eastern magnates has al- 
ways been arrogant toward their connections. Eastern mana- 
gers have almost invariably treated with coldness every propo- 
sition emanating from Western sources, and have refused to 
enter into any enterprise which originated beyond the roar of 
the Atlantic waves. Yet, forsooth, when to carry out some 





ble, thus slightly elevating the latter, so as to give new sur- 
face for tho tool to take upon. The handle J being shifted, 
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scheme devised by the august quadrilateral, as your corre- 
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THE TANITE COMPANY’S NEW MILLING MACHINE. 


large and fine engraving herewith presented of the machine 
above referred to. 

The solid emery wheel performs the office of a rotary file, 
the cutting edges of which 


out, 


ceeding, with safety, that of the grindstone, while the om 
cuts faster and lasts longer than the sand. Being compose 

of an artificial mixture, its grit is more even than that of the 
natural substance ; and the waste of material and time lost in 
Making changes is said to be less than is the case with the 
wooden wheel. Finally, the solid wheels are successfully used 
for putting the cutting edges on tools of all descriptions, and 
a may be produced of any shape, fitted for any special 

rk, 


The size and clearness of our illustration will enable the 


forming of an excellent idea of the details of the machine. 
The driving belt acts upon the pulley, A, secured to shaft, B. 


The jatter at its left-hand extremity carries another belt, lead- 
‘ng to a counter shaft attached to the floor (represented de- 
tached, and lying on the right of the machine), whence a third 
belt returns to the pulleys, U, and a fourth to the blower shaft, 

Through suitable mechanism, the pulleys, 0, actuate the 
slotted crosshead, H, the revolution of which communicates 
by the rod F, reciprocating motion to the main shaft, B, and 
thus imparts to the emery wheel, represented on the right- 
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the work travels back under the wheel, and so the operation is 
repestes as often as is desired, or else a new article is substi- 
tuted after one passage under the emery. To avoid injury to 


. t never grow dull: in other words, | tools and workmen, a small suction blower, with the necessary 
itretains its efficiency as a cutting tool until literally worn | pipes and an enlarged receptacle in rear of the wheel, is pro- 

Itis hard, and cannot be broken by a fall or blow; it | vided, and so arran 
travels uniformly and steadily at a high speed, the latter ex- | same time to be eas 


fed as to draw away all dust, and at the 
y removed for setting the work. For 
keys and similar small articles, a different chuck (see samp 
in the foreground of the engraving) is needed. 

The machine, it is pom ts allows of using the wheel to its 
full capacity, while protecting the same against uneven wear- 
ing, thus rendering the employment of the diamond tool un- 
necessary. The cut made is much deeper than has hitherto been 
considered possible to accomplish by the emery grinder. The 
manufacturers also claim that in those articles in which first- 
quality iron is used, on account of its being more easily 
worked, the use of their wheel will soon save enough valuable 
metal to pay fora machine. From a careful examination of 
the apparatus, these advantages appear to us to be well sub- 
stantiated. ; 

These machines are manufactured only by the Tanite Com- 
pany, who may be addressed as above.—Scientific American. 








Atlantic & Southeastern. 





At a meeting of the board in Hopedale, O., October 24, it was 
decided to locate the road as far as that place. ‘Ihe engineers 


and extremity of said shaft, a transverse movement across | re now surveying the line between New Lisbon and Saline 


the sad iron, which is shown secured in the chuck on the table 
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spondent ** Archimedes 8. Watts” designates certain parties, 
the assistance of Western men is necessary, they are sum- 
moned to the foot of the throne and there admonished after 
this fashion : ‘Gentlemen, you are aware that evil practices 
have crept into railroad management. We have heard that 


le | you have often of late discussed among yourselves the ques- 


| tion of how to reform these bad habits. 


We understand that 
you fully realize the great waste consequent on reckless com- 
petition, and that you are prepared to act in concert to pro- 
cure such reforms as may appear feasible. Now, gentlemen, 
we will tell you the cause of the deplorable demoralization 
which prevails among you, and we will prescribe to you the 
remedy. Your subordinates are the ones who do the mischief. 
| They are the evil-doers, You have not been able to control 
|them. Now the remedy is this: delegate your powers to cer- 
tain commissioners nominated by us, but whom you can for- 
mally elect. Let them fix rates and punish those of your 
subordinates who may disobey their orders. Do this and all 
will be well. The Commussivners will fix rates so as to please 


| everybody. We answer for it; but if anybody is displeased 
| why ture him out, set upon him, strip him and devour his 
| substance.” Whatan absurd scheme! based like the airy 
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fabric of a vision, it, too, must dissolve. Therewards held 
out to the contracting parties are higher rates, a reduction of 
the expense of getting business and a cessation of cuts. 
Just how these ample rewards are to be attained is not yet ap- 
parent. Tbe companies who, in order to get business, found 
it necessary to reduce rates and to pay commissions, are still 
in the same position. What is to be their compensation for 
loss of business? What is to make them patient and of long 
suffering? There are certain channels through which traflic 
will flow as naturally as water secks its level. Dams and cuts 
are necessary to turn its: course. The roads which solicit 
patronage are not all on equal terms. The idea of getting all 
of them to join in such an agreement as that concocted at 
Saratoga is so puerile that one cannot impute it to the able 
men who stand forward as the originators of the plan, Beneath 
the surface there must be a design more practicable. Think- 
ing of this I am reminded of Lord Raglan’s peculiar way of 
tiding over difficulties in his councils, as described by Kings- 
lake in hia splendidly written work on the Crimean war. Im- 
portant questions he always broached delicately and ever had 
in readiness some trifling question of detail to bring forward 
the moment matters were not progressing in the line he de- 
sired them to. Rather than have an important point decided 
by the council of war in a manner adverse to his views, he 
would postpone its consideration and act on his uwn respon- 
sibility. 

The prime movers in this case are ostensibly three parties, 
in reality only two. They declared that they had entered into 
an agreement with each other and with a fourth party to in- 
augurate a sweeping reform, in which movement they de- 
sired the co-operation of other companies. These other par- 
ties they summoned to Saratoga, where were unfolded the 
plans. Now the fourth party was not represented at Saratoga 
nor at any subsequent meeting. Some time ago it elected to 
play a “ lone hand,” and it has throughout acted in a manner 
consistent with that choice. The representation that it was a 
party to the pre-Saratoga movement was probably not strictly 
veracious, but might have been susceptible of some explanation. 
{t may be well to inquire what was the status of the parties 
at the time this compact is said to have been consummated. 

For many years five rivals had contested tor the latitudinal 
traffic of the continent. Two of these had been to a certain 
extent despised by its fellows, one on account of its senility 
and frosted powers, the other on account of its youth and 
modesty. Three strove fiercely, dealing each other many a 
foul blow. At this time one of the three was failing in 
strength, hke Samson shorn of his locks, and was fast be- 
coming an easy prey to either of its two immediate lusty 
rivals ; but the hitherto despised ones had begun to put forth 
powerful efforts, the one rejuvenated, the other grown to 
manhood. The struggle was becoming too furious to last. 
The injuries of each party were becoming too many and too 
grievous to be borne in silence. Those who had hitherto 
secured the lion’s share saw their proportion rapidly diminish- 
ing. What more natural than that they should devise some 
means of strengthening themselves. The question then was 
how many allies could they secure ? 

Combination is a word of fearful import in the minds of 
many. Instinctively we all dread and hate it, yet always hold 
ourselves in readiness to combine when by doing so we can 
gain anything. A Vice-i’resident of one of the companies said 
to have entered the Saratoga compact remarked to me when 
talking of that affair: ‘‘I am down on all monopolies except 
my own.” "Tis human nature. However much we may hate 
combinations and envy the combiners, coalitions are inevitable 


until such time as Karl Marx is crowned universal Dictator. 


Howling at the moon does not disturb the tranquility of that 
placid orb, neither will our imprecations disturb the serenity of 
the “quadrilateral,” or rather, as I see it, the tri-lateral. «8 the 
moon is of more use to us than the clouds of aerolites or erratic 
comets that permeate space, so I believe a strong combination 
of railroad companies that have some interests in common 
would be more beneficial to the country at large than the de- 
moralizing competition that has so long prevailed and which, 
although it has been useful, is no longer necessary. There- 
fore, if by and by I hear it announced that the New York Cen- 
tral, the Erie and the Pennsylvania have entered into what 
the Hon. Mr. Windom is pleased to stigmatize as the most 
objectionable form of combination, to wit: a joint-purse ar- 
rangement, I shali not be surprised, and my estimate of the 
wisdom and honesty of the officers of those companies will 
rise a hundred per cent. This alliance is one that must be 
contracted sooner or later. It is being forced upon the par- 
ties, who are playing their last card, which, unfortunately for 
them, is not a trump, in endeavoring on the one hand.to in- 
veigle Young Hercules, the Baltimore & Ohio, into a suicidal 
compact, and on the other are striving to entrap the Western 
force, into an alliance against the Baltimore & Ohio. The game is 
already played out. The features of the struggle are changed. 
It is no longer road against road; it is territory against terri- 
tory. The New York lines must prepare to carry through 
traffic at very low rates if they do not wish to see a large por- 
tion of their Western business diverted. Already they have 
suffered to some extent. If my information is correct, during 
the late panic, New York cars rusted on side-tracks, while 
Baltimore cars were rolling day and night. To carry at low 
rates and yet avoid ruination all “outside” expenditure must 
cease. It will not do to pay 90 cents on the dollar to get busi- 
ness. The companies serving the same territory must cease 
mutual warfare, The trilateral would, of course, like to form 
& square, but they cannot, and they must remain isosceles. 
Hinpoo, 


“Farmer's” Solution of a “ Problem in Location.” 











To Tae Eprror oF THE RamRoap GAZETTE: 


Without wasting time in preface or introduction, ‘‘Farmer’s” 
solution of ‘‘W. W. H.’s” problem on location is simply an im- 
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position—on himself only, let us hope. He says “ the side 
B Hand the angles B and Hare known.” 

The angle at His known, but at B only the right-angle is 
known. He says: “ The side B G and the angle G are short- 
ly obtained.” Nonsense, Mr. ‘‘Farmer ;” try again. 

T. J. Long, C. E., says BF = RX Tan. Ya, FG = BE — 
BF. That is true, Mr. Long, but what of it? The angle 
“a” is not known and B Fis not known. The demonstra- 
tion excels that of the “‘ Farmer,” because it has any quanti- 
ty of tangents and sines, but never a tangible sign of solving 
the problem. 

The proposition itself, as given by “ W. W. H.,” does not 
smack very strongly of mathematical precision. That he 
finds it necessary to “swing” is indeed about the amount of 
his data, 

Allow me to plagiarize part of “‘W. W. H.’s” proposition, 
and by putting the question in definite shape give “‘ Farmer” 
a chance to lubricate and burnish up his machinery for the 
solution. 





Having located the line A B O D E, consisting of the two- 
degree curve A B, five hundred teet long, the tangent B 0, 
eighteen hundred feet long, and the five-degree curve C D, 
three hundred feet long, and terminating in the tangent D Z, 
it is found necessary that the five-degree curve should termin- 
ate in the same tangent, D EZ, and three hundred feet (ahead) 
from the point D. 

Let us have a formula to determine the required tangent 
pointin the three-degree curve, the length of the new tangent, 
and the length of the five-degree curve terminating in the 
tangent D £. D. T. 

Atounison, Kansas, October 28, 1874. 








A Note from “ Farmer.” 





FarmMwett, Loudoun Co., Va., Nov. 9, 1874. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

I find in your issue of the 7th inst. what is, to say the least, 
a needless attack upon a note of mine published in the Gazerrr 
of October 24. Your correspondent, ‘G, CO. B.,” devotes him- 
self mainly to statements of what I gave every man who ever 
ran a railroad line credit for knowing, when I indicated, 
hastily, a proper method for the proposed change. I did not 
suppose that, even one who might need to ask so simple a 
solution, could be blind to the points which ‘G. 0. B.” takes 
80 much pains to criticise. 

The answer from Mr. Long is better than mine; but if there 
is any “puerility” in this discussion, Mr. Editor, it is cer- 
tainly to be found in “G. C, B.’s” attempt at wit, the display 
of which must have been the sole motive for his communica- 
tion. FARMER. 








Friction of Car Journals. 
Sr. Louis, November 5, 1874. 
To THE EpiTor OF THE RAILROAD GAZETTE: 

Your correspondent, ‘‘ P,” of October 31st, details a series of 
experiments trom which he draws certain conclusions incor- 
rectly, While it would be impossible to prove the conclusions 
to be erroneous from the data given, he certainly has no right 
to claim them proved. For, if I understand correctly his 
description, his apparatus does not measure correctly the 
strains exerted under the different circumstances. His spring 
measures the total tension upon the belt. This, however, is a 
far different matter from the tension effective in overcoming 
the friction. 

The tension on the driving side of the belt must always ex- 
ceed that on the dragging, or there will be no motion commu- 
nicated to the pulley. The difference between these tensions 
on the opposite sides of the belt gives the effective tension 
operating to overcome the frictional resistance of the axle 
journals. Now, theoretically, (and practically confirmed by 
Morris’ experiments on belts), the sum of the two tensions 
should be the same at whatever velocity the belt is driven, 
and equals the total tension on the two sides of the belt when 
at rest (initial strain). This, however, depends upon the per- 
fect elasticity of the belt within its range of use. Now, we 
well know no material is perfectly elastic, but only approxi- 
mately so within certain restricted limits. The working 
tension of well-tanned leather belting of the ordinary thick- 
ness of 3-16 inch is given by various reliable authorities, 
(Morin, Harwell, Briggs), at 55, 66 or 66% pounds per inch of 
width. Having entered this element of confusion into his 
experiments, it would be difficult to determine any legitimate 
conclusions from them. Do not understand me as appearing 
as an advocate for the laws of friction as usually understood. 
I believe they lead to very grave and costly errors. Most of 
the determinations of tue laws and coefficients of friction have 
been determined from experiments which are entirely differ- 
ent from the circumstances under which we are operating our 
most important mechanisms. For example, all of the experi- 
ments of Morin on friction, from which our coefficients of 
friction are usually taken, were made under pressures not 
exceeding 29 pounds per square inch of bearing surface, while 
our commonest ma:hines run into the hundreds. The experi- 
ment made by your correspondent ‘“‘P” is intended to repre- 
sent: a car journal, and has 5,150 pounds upon a journal of 
3%%7 inches, so that there is a wide field for experiment upon 








this subject. But no good can be derived from any experiment 
unless it is made so that its conclusion can be relied upon. 
Therefore it requires that all interfering elements and un- 
known quantities must be provided against. T. 0. 





Curcaeo, November 4, 1874. 
To THE Eprror oF THE RAILROAD GAZETTE: 

The unsatisfactory results of his experiments on the friction 
of car journals cannot surprise your correspondent “ P,” as 
both his reasoning and machine are defective. A look at any 
rudimentary treatise on mechanics or natural philosophy will 
convince him of the truth of this assertion. It is true the 
results of experiments on the friction of journals in general 
made by the most eminent scientists must be taken very cau- 
tiously, as the conditions under which these experiments 
were made differ materially from those under which friction 
takes place in car journals. Furthermore, direct experiments 
on the friction of car journals, made as early as 1843, have 
given the most contradictory results. Of these latter experi- 
ments, those made in 1863 by the Superintendent of Machinery 
of the Hanoverian State Railways deserve the most credit and 
reliance, 0. account of the simplicity of the apparatus em- 
ployed. The results of those experiments are: 

1. The coefficient of friction for iron or steel axles, bearings 
of composition metal and sperm oil, varies from 0.009 to 
0.0099. 

2. For brags bearings the same is 0.0141. 

8. Within the limits of practical loads, the coefficient is in- 
dependent of the load, and also, 

4, of the speed of the vehicles. 

It would, therefore, follow that the friction of the journals 
is mainly influenced by the condition of the bearing surfaces, 
by the alloy employed for bearings, and by the kind of lubri- 
cating fluid used. Dr. 








“Maps Guaranteed Correct.” 





Room 12, CHAMBERLAIN’S BUILDING. 
CLEVELAND, Ohio, November 9, 1874. 


To THE Eprtor oF THE RAILROAD GAZETTE: 

Thave read with much satisfaction the remarks of “G. A. 
C.,” of Alton, Illinois, printed in your issue of November? 
under the caption “‘ Maps ‘Guaranteed Correct,’” and I have 
great pleasure in giving “‘G. A. C.,” (who will, I hope, be kind 
enough to make me acquainted with his name, at least), the 
information for which he expresses a desire concerning “ Mr. 
Gvodwin’s idea of accuracy in maps.” 

“G. A. 0.” says that he was surprised to learn that the 
maps named in your issue of October 17 bore the inscription: 
**This map is guaranteed correct;” and further, that he has 
never seen a like statement upon any map, nor heard of the 
placing of such a guarantee onany maps. He hopes, however, 
that in the future we may have many maps on which, with 
good warrapt, the inscription ‘‘Guaranteed correct” may be 
placed. He believes, too, that such a thing may be done at 
**moderate cost,” but finally questions whether the thing 
has yet been done. 

I think that I thoroughly understand the animus and cuwr- 
rectly estimate the intent of ““G. A. C.’s” remarks. I am not 
surprieed that he was “ surprised,” nor that he desires to learn 
more of the facts in the case before accepting my “ guaranty” 
as conclusive testimony as to the accuracy claimed. 

I fully agree with himin his opinion that to do accurate 
work one must have the services of “accurate” men. We 
must have accurate, capable and experienced workers. One 
cannot always secure the aid of men possessing these qualities, 
and who are moreover conscientious; who think that to de- 
pict, and thus record an untruth is to do an act more blame- 
worthy than is the utierance of any ordinary false statement; 
but to produce truthful maps we must find these men. 

Iagree with “G. A.C.” when he says that there isan im- 
mense amount of work to be done in our cities, and in sur- 
veys of railroad properties in cities, if accurate maps thereof 
are to be made; also when he says that ‘‘ an Engineer who can 
‘come forward’ and guarantee to make a survey and map of 
a district in which his measuring in length shall not exceed an 
error of 144 inches per mile, and his angular error be not over 
5 seconds of arc, or 1.28 inches at a distance of a mile, and in 
addition to this can perform his work at a cost of not over 33 
per cent. more than on ordinary accurate methods, will be 
*** scorned by lawyers who make their thousands out of our 
present ‘ accurate surveys’ as they are commonly called.” 

I cannot however testify from experience that an engineer 
** coming forward” as aforesaid, will be “‘ welcomed” with any. 
thing Jike effusion, “by thousands of railroads, mines and 
cities.” 

The “railroads, mines and cities” almost invariably say 
that their maps are “ correct enough for practical purposes;” 
and thereupon in many instances proceed to pay ten times 
the price of a good map in costs in court in actions that never 
would have been instituted had plain, truthful, well authen- 
ticated, and accurate maps been made showing the premises 
affected by these actions. 

One is often disheartened while striving to impress upon 
the mind of the eminently “ practical” man the fact that the 
engineer, the artist writing “ C. E.” after his name, begs to 
be permitted to make a good map as much for the sake of truth 
and art as for the sake of the dollars that he would receive for 
his labor. 

Men calling themselves engineers there are, doubtless, who 
are not troubled by qualms of conscience on account ot the 
deficiencies of their work, and who would be puzzled to do 
work accurately 1f accuracy were demanded of them. These 
persons, with those who tolerate them, cost our “ railroads, 
mines and cities” much money in counsel’s fees, and * legal 
expenses, so nominated in the vouchers. 

Painters, when they make a picture “to sell,” call its “ pot- 
boiler.” 

Many “‘maps” are made that have not even the poor claim 
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upon the charitable consideration of the parties who are 
“gold” by them that the “‘ pot-boilers ” have. 

Those through whose policy the making of such maps is 
perpetuated I fain would enlighten, and in that direction I 
claim to have done my duty. 

The survey and map made for the Lake Shore & Michigan 
Southern Company, noticed in the Gazerre, were undertaken 
by myself at a price acknowledged by the Chief Engineer of 
the company to be Jess than the probable cost of the survey if 
made by his men in the “ ordinary way.” 

The district covered by the survey is bounded throughout 
about two-thirds of its contour by established ‘ dock lines ” 
and actual wharfage, the remaining one-third is defined by the 
waters of Lake Erie. 

The district is a little over a mile in length, and has a width, 
at one point, of about a quarter of a mile; the greater part of 
it is occupied by the Lake Shore and the Cleveland & Pitts- 
burgh railroad companies; there are in it a few manufacturing 
establishments, to each of which railroad tracks are laid. The 
railroad tracks on the territory measure altogether about ten 
miles. 

There are no streets defined upon the ground, but the tract 
contains nominally 53 city “‘blocks” and 45 “lots,” with streets 
and alley-ways. The buildings, of which there are one hun- 
dred on the tract (if we count each L and T and annexe as a 
“building”) are set, with a few exceptions, without reference 
to street lines. 

In order to make the map an authority it was necessary to 
exactly establish the positions occupied in 1868 by a certain 
line of railroad track, and the course of acertain reach of river 
channel “as it was in 1826,” 

The work was done and accepted under the very exact speci- 
fications of a duly executed written contract, drawn by my- 
self and of my own motion. 

No written agreement would have been exacted of me, but I 
preferred to work under such a writing, desiring in this case, 
as in all like cases, to induce a strict scrutiny of my work. 

My agreement with the Engineer of the Lake Shore was to 
the effect that the map shoald be “ accurate,” and attention 
was directed to the fact that the word “accurate” was used 
with a full comprehension of its significance, and a critical 
test of the map in this regard was invited. 

I “came forward” some years ago and offered to contract 
to make accurate surveys and maps of tracts ot any kind or 
size, and have made several large “yard” and “city prop- 
erty” maps for railroad companies, and land maps for other 
corporations, any one of which I can certify to be “correct,” 
although no formal guaranty of correctness was given, and I 
am always ready to undertake such work at prices much within 
“G. A. C.’s” limit. 

The excellence of my latest maps has been due in great part 
to the skill and scrupulous exactness of my assistant, both in 
field and office-work. 

For measuring angles in the surveys named a “ transit” of 
the ordinary form has been used. Lineal measurements have 
been made with a heavy steel tape frequently tested with a 
U. 8. standard measure, also of steel. In measuring across 
docks, etc., a copper wire is used ; this is tested for length be- 
fore and after measurements, and is carried on a suitable reel. 

In the survey for the Lake Shore & Michigan Southern, in 
establishing a principal base-line and putting in a system of 
transit points for use in triangulation, a very irregular circuit 
of about three miles was made, and some twenty principal 
stations fixed. The angular error in this principal survey was 
within the limit suggested by ‘*G. A. C.” as allowable. 

The mean of six distinct observations for each angle was 
used im calculations. The position of each object in the survey 
was fixed instrumentally. In indicating a point for observa- 
tion by the instrument a tine pin, relieved by a white back- 
ground, or a fine line, plumbed by a heavy “ bob” and properly 
secured in position, was used. 

In plotting the map, which is on a scale of 1-600, distances 
were laid off under a lens of considerable power. Persistent 
and unremitting care, intelligently exercised, has, I think, 
produced, in the instance under consideration, a map upon 
which I could confidently write ‘‘ guaranteed correct,” and I 
hope that “‘G, A. C.” will not fail to examine the map, if op- 
portunity for doing so offers itself to him. 

. M. Goopwim. 


General RMailroad MSlews. 











TRAFFIC AND EARNINGS. 


~—Speaking of October lake and canal rates the Buffalo Lx- 
press says : 

“Freights, both lake and canal, have advanced somewhat 
over last month, but have not ruled strong and active. The 
highest lake rates reached was 4c. on corn from Chicago, and 
5%. on wheat from Milwaukee, to Buffalo, and the lowest rate 
during the month was 2%c. for corn and 8c. for wheat. The 
average for the month was 4.3 wheat and 3.7 corn. The — 
est canal rate during the month was 10%c. on wheat and 9c. 
on corn from Buffalo to New York, the lowest being 8%c. on 
wheat and 74c. on corn, cages, the average for the 
month, which is 9.5 on wheat and 8.5 on corn, is precisely the 
fame as last month. The following table indicates the av- 
erages for the month of October, this year, and for the same 
month in 1878 and 1858, It will be noticed that the average 
lake rates for October this year are about the same as those of 
the same month in 1858: 








—Lake freights— Canal freights— 
Wheat. Corn. Wheat. Corn. 
3.7 9.5 8.5 
6.8 12.7 11.3 
ove 3.7 13.6 12.1 


—The earnings of tie Connecticut River Railroad for the 
year endin:; September 30 were: 








1874. 1873. Increase. Decrease. P. 0 

Passengers.. ....... $347,704 $348,738 ...... $1,084 0% 

NIB. nos: osc oe ve 321,527 365964 ..... 44,437 124 
Other sources ..... 87,174 3 ‘,602 $572 wee 1 
Totalearnings.. ... $706,405 $751,304 ...... $44,899 6 

rating expenses. 442,628 8 ae 44,492 9% 

Neteammngs .. , $263,777 $264,184 has $407 0% 





The earnings were $12,614 per mile in 187 
1873. Expenses were 62.7 per cent of earnings 
per cent. in 1873. 


—The aonings of the Boston & Albany Railroad for the year 
ending September 30 were: 


and $13,416 in 
1874 and 64.2 





1874, 1873, Increase. Decrease. P. C. 
Earnings.......... $8,963,127 $9,798,082 ....... ° 905 8 
Expenses......... 6,548,211 7,561,159 ........' 1,012,948 13% 
Net earning: ..... $2,414,916 $2,236,873 $178,043 ......... 8 


The earnings per mile were $38,445 in 1874, and $36,560 in 
1873. The expenses were 73.06 per cent. in 1874 and 77.17 per 
cent, in 1873. 

—The earnings of the Great Western Railway of Canada for 
the week ending October 16 were: 1874, £23,067; 1878, £25,694: 
decrease, £2,627, or 1044 per cent. 


—The earnings of the Grand Trunk Railway for the week 
ending October 17 were: 1874, £49,500; 1878, £46,400; increase, 
£3,100, or 65% per cent. 

—The oy ora of through freight eastward over the Cen- 
tral Pacific Railroad during September were: San Francisco, 
5,282 tons; interior points, 978 tons; total 6,360 tons, or 686 car- 
loads. The leading items were: wool, tons; salmon, 767 
tons; tea, 609 tons; fruit, 508 tons, 
—The shipments of refined oil east from Pittsburgh by the 
Pittsburgh, Washington & Baltimore road for the week ending 
October 31 were 9. at barrels, against 1,821 by Pennsylvania 
and Allegheny Valley roads. 


—The earnings of the Indianapolis, Cincinnati & Lafayette 
Railroad for the four months from J uly 1, to October 31 were: 





1874, Decrease, P. oc. 
Earnings...... $649,207 68 $62,113 64 8% 
Expenses. .... 364,890 00 82,202 00 18% 





Net earnings. $284,317 68 $264,229 82 $20,088 36 .......... 7% 
Per cent. of expenses, 1874, 56.21; 1873, 62.85, Earnings per 
mile, 1874, $3,627; 1873, $3,974. 

—The earnings of the Cairo & St. Louis Railroad for the 
first three weeks in October were $24,110.56. 

—The receipts of crude petroleum at Pittsburgh for the 
ten months ending with October were 1,337,458 barrels in 1874 
against 1,590,671 in 1873. The exports of refined were 849,782 
in 1874 and 720,122 in 1873. 

--The petroleum exports of the United States for the ten 
months ending with October for seven years have been: 


1868 .......005 erevecees 535,963 1872...00006 cee esecenes 124,038,519 
1860 .. .... eeceescvcees 87,818,093) 1873. ...0eseeseecceeeees 200,972,929 
1870... socccesecccesees 119,874,729|1874......+++ seeeeeee ss «208,658,174 
TBTL. os ee ceeeceeeeee ++ 131,065,442 


Of these exports in 1874, 64 per cent. was from New York, 
nearly 32 fy! cent. from Philadelphia, 2.4 per cent. from Balti- 
more, and 1.6 per cent. from Boston. The production of the 
Pennsylvania wells since their opening is reported at about 57,- 
000,000 barrels. 


—The flour and grain receipts of the six western lake ports, 
St. Louis and Peoria for the week ending Oct. 31 when com- 
pared with those for the corresponding week of 1873 show a 
siecrease of about 1 per cent. in flour, of 45 per cent. in wheat, 
83 per cent. in corn, and 22 per cent. in oats, Compared with 
the previous week of this year there isa stilllarger decrease 
in all except wheat. The = receipts at these places for the 
three months ending with October were this year 22% per 
cent, less than last, 14 per cent. less than in 1872, and 16 per 
cent, less than in 1871. 


—Of the eastward flour and grain shipments from the west- 
ern lake ports for the week en‘ling Oct, 31, 41 per cent. of the 
flour, 144 per cent. of the wheat, 19 per cent. of the corn, and 
56 per ceat. of the oats went by rail. 


—Of the grain shipments from Buffalo for the week ending 
Oct. 31, about 38 per cent. went by rail. 


—The tonnage of anthracite coal over the lines given for the 
ten months ending October 31 was as follows: 

1874, 5 Inc, or dec. P.c. 
Dela., Lacka, & Western...... 2,133,575 2,628,177 Deo, 494,602 18% 
Lehigh Div., Central of N. J.. 2,266,529 2,376,792 Dec, 110,263 45% 
Dela, & Hudson Canal Co..... 1,991,960 2,447,653 Deo, 455,693 185; 





Pa. Coal Co. by Erie Ry ..... 1,108,647 / 1,053,276 Inc. 55,371 6% 

Shamokin Div., Northern Cen. 600,649 554,587 Dec. 938 9% 

Summit Branch.............. 408,600 412,916 Dec, 4,316 1 
Dotels..600- cocsevcecenes 8,409,960 9,473,401 Dec. 1,063,441 11% 


—The earnings of the Central Pacific Railroad for October 
were: 1874, $1,507,000; 1873, $1,375,470; 1872, $1,285,567; in- 
crease, 1874 over 1873 $131,530, or 9 9-16 per cent.; increase, 
1874 over 1872, $221,433, or 1734 per cent. 

For the ten months ending October 31 the earnings were : 
1874, $11,824,903; 1873, $11,574,276; 1872, $10,593,011; increase, 
1874 over 1873, $250,627, or 2% per cent., increase, 1874 over 

1872, $1,231,892, or 115% per cent. 

—The earnings of the Hannibal & St. Joseph Railroad for the 
three months ending October 31 wer»: 1874, $612,068.65; 1873, 

$597,554.83: increase, $14,514.32, or 2% per cent. 

—The earnings of the James River & Kanawha Canal for 
the year ending September 30 were: 





1874. 1873. aan Decrease. P. c. 
Earnings...... $158,928.01 $155,270.06 $3,657.95 ......... - 
Sapenees v5" "103,788.63 97,894.28 6,904.35 ......... 6% 
Net earnings .. $55,139.38 SET STE.TE — ccccccce $2,736.40 4% 


Per cent. of expenses 1874, 65.31; 1873, 62.73. 

—The earnings of all the Pennsylvania Railroad Company’s 
lines east of Pittsburgh for the past six months are reported 
as follows: mT. 
GOBS TOCCIPEH.... be rcececcceeccceceeressreeseeseeseeeeeee 696,642 
Expenses (03.39 POF CONE.) .cccccccsces seorcccsecee -» 12,450,963 


Net earmings .....-s+.+ee0 sees os copesecece +00 0sreehn $7,245,679 


—The tonnage of Cumberland coal over the lines given for 
the ten months ending October 31 was: 





1874. 1873. Inc, ye c. 

Baltimore & Ohio... .. .. 1,187,126 1,335,379 Dec. 148,253 6 
Chesypeake & Ohio Canal.. 686. 689,936 Dec. 2,988 0% 
Bedford Div., Penna. R.R. 62,278 89,233 Dec. 26,955 30% 
BOtMS ..cccce vive vee 1,936,352 2,114,548 Dec. 178,196 8%, 


—The anthracite coal tonnage of the lines given (whose 
year begins December 1) for the cleven months ending Octo- 

r $1 was as follows: 
1874. 1873. Inc, or Dec. P,c. 


Iphia & Reading.. 5,653,483 5,937,301 Dec, 283,818 4% 
aenasthl Canal....... . .. 618,011 642,153 Dec, 24,142 3% 
Lehigh Valley.....--..-+-+ 3,770,410 3,852,865 Dec. 82,4% 2h 
Pennsylvania & New York. 655,600 640,248 Inc. 15,252 2% 





Totals........ eee ~ 10,697,404 11,072,667 Dec, 375,163 3% 
—The earnings and expenses of the Ohio & Mississippi Rail- 
way for the three months ending September 30 were: 


Earnings ($2,194 per Mile)......-.seceeseereeeeesesereees $862,644 09 
Expenses (64.44 per Cent.)......0.--eseeeeee ceeeeeeee oe 565,907 00 





Net earnings ($781 per mile) ........605 «+ ceeeeeereeeeee $306,737 09 
Extraordinary Cxpemses.......se0- ceeeee 0s seeeeeeeee 1 £46 56 
BULPlUBs...c cee ccccceccesecerceeeereees soe ees $296 000 53 





Transfers, formerly included, are deducted from the earn. 
1.g8 and expenses. 








z 


—The earnings of the Atchison, Topeka & Santa Fe Railroad 
r the month of September were: 1874, $110,563; 1878, $152,555; 
decrease, $41,992, or 2744 per cent. 


—The earnings and expenses of the Union Pacific Railroad 
for September were: a : 








1874, 1873. Increase. Decrease. P. c, 

Earnings....... $1,063,903 05 $1,068,936 66 ......... $4,943 61 0% 

Expenuses....... 393,180 15 501,838 54 .......... 108,658 39 215 

Net earnings... $670,812 90 $567,098 12 $103,714 78 .......... 18% 

For the nine months ending September 30 the report is as 
follows: 

1874. 1873. Increase. Decrease. P c, 

eevccs $7,520,184 98 $7,366,024 61 $154,160 37 .......... 2% 

Expenses...... %,563,216 59 3,692,88275 ......... $129,666 16 3% 

Net earnings... $3,956,968 99 $3,673,141 86 $283,826 53 .......... 7% 


Earnings per mile, 1874, $7,287; 1878, $7,188. Per cent. of 
expenses, 1874, 47.38; 1873, 50.13. 


—The tonnage of bituminous coal over the lines given fur 
the ten months ending October 31 was as follows: 


1874. 1873. Inc, or Dec, P. c. 
Huntingdon & Broad Top....... 258,552 396,552 Deo. 138,000 94% 


Clearfield coal over Tyrone Div., 
Dem. B. Bo oecce-cve- cecccoes 554,567 510,246 Inc. 44,321 8% 
Pa, & N, Y. (eleven months)..... 275,128 269,836 Inc, 6,292 2 


Totals... ...c++seseesee +++ 01,088,247 1,176,694 Dec, 88,387 1 


—The coal tonnage ot the Pennsylvania Railroad for the ten 
months ending October 31 was: Coal, 2,216,517 tons (2,240 

nds); coke, 388,521 tons; total, 2,605,088 tonsa, or 260,504 car 
oads, equal to 6,513 trains of 40 cars cach, 


—The earnings of the Atlantic & Pacific Railroad and leased 
lines for the first week in November were: 1874, $104,900; 1873, 
$98,147; increase, £6,753, or 6% per cenit. 


—The earnings of the Denver & Rio Grande Railway (main 
line) for the fourth week in October were ; 1874, $11,984; 1872, 
$9,800; increase, $2,184, or 22.3 per cent. 

—The leading grain receipts at Chicago for the week end- 
ing November 7 show @ large falling off as compared with 
those for last year, amounting to 25 per cent. in fiour, 58% pcr 
cent. in wheat, 73 per cent. in corn, 50 per cent. in oats, 
‘There was an increase of 33 per cent. in live hogs, and of 50 

r cent. in cattle. The fall traffic will turn out to be the 

ightest for‘many years. 


—The earnings of the Denver & Rio Grande Railway (main 
line) forSeptember, were : 


1874. 1873. 








Increase, Decrease. P.c. 
Earnings .. ..... .. $36,498 40 $34,326 24 $2,172 16 ...... 63 
Expenses...... Fore 19,878 73 15,556 93 4.92180 |... 91.8 
Net carnings......... $16,619 67 $18,769 $1 ........ $2,149 64 11.4 


Earnings per mile, 1874, $309 ; 1873, $291. 
expenses, 1874, 54.47; 1873, 45.82. 


—The earnings and expenses of the Toledo, Wabash & 
Western Railway for the year ending June 80, 1874, are re- 
ported as follows : 


Per cent. of 


Gross earnings ($8,731 per mile)............... eeeeees s+ $5,483,213 20 
Expenses (76.91 per cent.)...... eoececces sereeeeescesecces 4,217,681 89 
Net earnings ($2,015 per mile)....... eesceccesscesooeoes $1,265,531 31 


—The following companies have reported earnings for 
October: 


1874, 1873. Increase. Decrease, P, oc. 
Atlantic & Pacific......... $152,100 $115,503 $86,597 ...... 81K 
Central Pacific............1,507,000 1,375,470 131,530 ...... 9% 
Chicago, Danville & Vin.. 81,918 79,099 2,819 = .neuee 3% 
Illinois Central ......... 804,097 797,122 6,975 cocsce §O% 
International & Great , 
Northern........++++++ 47;797 81,762 66,085 ...... 80% 
Marietta & Cincinnati.... 198,528 185,784 17,744 escope 6% 
Ohio & Mississippi....... 381,022 $23,801 67,221 ..... 17% 
Pacific of Missouri....... 387,300 a Saee § sesdecee 94, 
Bt. Louis, Alt. & T. H.... 123,747 112,878 11,369  ...... 10% 
St. Louis, Iron Mt. & 80, 358,776 238,198 120,678 ..... 50% 
Boledo,Wabash& Western 475,127 638,251 ..... » $68,1% 11% 





THE SCRAP HEAP. 





Rails in Europe. 

At a recent le’ | of rails for a Dutch railroad, a Belgian 
firm offered iron rails at $34 per ton of 2,000 lbs., and the con- 
tract was let to the German Bochum for steel rails at about 
$45 per ton. There were feurteen competitors for the con- 
tract, including wy German, Belgian and French worke. 

It has been decided to make all renewals in steel on the 
Saxon railroads hereafter. 

The Moniteur des Interets Materiels says: “ Itis no longir 
doubtful that the iron roads of Europe will become steel roads 
within a few years from now, to the ony profit of the com- 
panies working them, and the safety of the om ers.” 

The Grand Central Company of Belgium has let a contract 
to the Angleur works for 8,000 tons of steel rails, to be de- 
livered next year, at about $50 per ton of 2,000 Ibs. There 
works have orders which will keep them fully employed until 
the end of 1875; and generally in Europe the steel works are 
fully employed, while the iron works are still suffering for 
want of work. 


New Bridge over the Danube. 

From the. Revue Industrielle_we translate: “On the 26th of 
September a test was made of the first span of the great 
bridge constructed by Schneider & Co., of Creusot, France, 
over the new channel of the Danube near Vienna. The 
bridge has four spans and rests on two abutments and 
three piers. Each span has a clear opening of 262% fect; 
the span is of 279 feet; so that the total length of the bridge 
is about 1,115 feet. The width is about 87 ft. 9in., of which 
25 ft. 3 in. is for the roadway and 6ft. 3 in. for each sidewalk, 

** The load uniformly distributed upon the floor and consist- 
ing of 33,600 granite paving stones was about 1,120 lbs per 
square yard. After an hour’s test the trellis beams suf- 
fered a deflection of 1 inch on the upstream and 1% inches on 
the downstream side. A horizontal deflection of these beams 
was feared because they are not tied at the upper ends; but 
this was not realized. The trial there has given a result 
which should be noted as so much the more remarkable since 
the Government had indicated 3% inches as the maximum 
permissible deflection, while the deflection observed reached 
only about one third of this limit.” 


A Train Aocident. 

A correspondent sends us some notes of an accident which 
occurred on the Louisville, Cincinnati & Lexington road, Sep- 
tember 19, and which reached us too late to be included in our 
September record. In this case, as the train was running at a 
high rate of speed the forward axle of the forward tender 
track broke short off at the fit, and, finding some ebstacle, the 
other end broke off also at the fit. The wheels went rolling on 
under the tender while the axle dropped on the track, and, as 
the train passed over it, carried away almost every brake con- 
nection in the train, besides throwing off the rear truck of the 
baggage car. The latter, however, though not held by check- 
chains, kept parallel with the track, and in this condition the 
train ran over half a mile and around several short curves, 
without doing any further damage than to break the leg of a 
man who was standing on a platform and was thrown off. 
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SLIDE VALVES. 





In the Rarmnoap Gazerre of last week attention was 
called to the importance of affording ample area of opening 
of the steam port during the periods of admission of steam 
to the cylinders of locomotives when the link is worked 
near mid gear and when the valve is cutting off short. We 
then called attention to the advantage which the Allen 


valve possessed in this respect, and to the fact that it’ 


gave twice the area of opening of the admission port when 
the travel of the valve was considerably less than its full 
throw. The engravings of this valve we reproduce again, 
in order that it may be distinctly before the minds of our 
readers. While it is important that there should be ample 
area of opening of the port during admission, it is also 
equally or more important that the opening for the escape 
of steam should be sufficient, so that the back pressure on 
the piston will be reduced as low as possible. It should 
also be remembered in this connection that the flow of 
gases from one chamber to another is due to the diff rence 
of their pressure, and that the greater this difference is, the 
greater will be the flow through any given orifice. Another 
fact should also be kept in mind here. If steatn is cut off 
at quarter stroke, the volume of steam admitted into the 
cylinder is much smaller than that which must be ex- 
hausted. Thus, if we have a 16x24 in. cylinder and cut 
off steam of 100 pounds pressure at 6 in. of the stroke, 
1,206 cubic inches of steam must be admitted into the 
cylinder. If this steam is released at 17 in., it has ex- 
panded into a volume of 3,417 cubic inches and 35 pounds 
pressure. In the one case we have 1,206 cubic inches of 
steam of 100 pounds pressure flowing into a chamber, the 
pressure in which varies according to the speed of the 
piston and the area of the opening; in the other case we 
have 3,417 cubic inches of steam whose maximum pressure 
is 35 pounds when it is first released, but which diminishes 
as part of it escapes into the open air. Without going 
into any abstruse calculation, obviously more time and 
more area of opening will be required to allow the exhaust 
steam to escape from than will be required for the live 
steam to enter the cylinders. For these reasons, there- 
fore, a free release has been thought by most locomotive 
engineers to be more important thana free admission. 
Without attempting to discuss the relative importance ot 
the two, the preceding considerations indicate very clearly 
that they are both veryimportant. With the form and 
proportions of the ordinary slide-valve, the effect of the 
lead, as all who have studied the subject know, is to hasten 





the period of release; that is, the steam from the cylind-r 
is exhausted before the piston reaches the end of the 
stroke. This is done in order to give ample time 
for the expanded steam to escape before the piston 
begins the return stroke, and thus reduce the 
back pressure. Undoubtedly there is a loss of energy 
from this cause which could be utilized if the expansive 
force of the steam could be allowed to act against the pis- 
ton during a longer period, and until it had approached 
nearer the end of the stroke; but, as explained before, part 
of the expansive energy of the steam must be sacrificed in 
order to reduce the back pressure during the return 
stroke. To accomplish the latter, therefore, the steam is 
released earlier in the stroke, thus giving more time for it 
to escape. Now if it were possible to increase the area of 
the exhaust opening, obviously less time would be required 
for the steam to escape. To do this, and at the same time 
increase the area for admission, as is done by the Allen 
valve, represented in figs. 3 and 4, the operation of which 
was explained last week, has been the object of a number 
of inventions which will now be explained. 


The one which resembles the Allen valve most closely 
is the invention of Mr. William Wilson, who is Master 
Mechanic on the Chicago, Burlington & Quincy Railroad 
at Galesburg, Il!., and it was patented April 21, 1868. His 
invention is represented in figs. 5and 6. In fig. 5 it will 
be seen that it doubles the opening for the admission of 
steam in exactly the same way as is done with the Allen 
valve; that is, when the valve opens the port c at f, it also 
simultuneously uncovers the auxiliary steam-way a a at e. 
Steum therefore enters at e and passes through the steam- 
way a a and enters the steam-port c at b, as indicated by 
the darts. 

It will be observed, however, that the valve-face is made 
with two exhaust ports, g and q’, and that the valve has two 
pairs of auxiliary exhaust-passages, mm, nn, and mm 
n'n', In fig. 6 the valve is represented as moving in the 
direction of the dart A, and in the position at which the 
steam is released from the steam-portc. It will be seen 
that when this occurs the exhaust passages n n are up- 
covered at i and m m at | simultaneously, and that the 
steam can escape from the port ¢ through both of the 
openings i and/ andthe passages mm and nn at the same 
time, or, in other words, this valve gives double the open- 
ing for the exhaust that the ordinary valve does, and 
therefore accomplishes for both the admission and the 
exhaust what the Allen valve does for the admission alone. 
A number of these valves are or have been in use on loco- 
motives on the Chicago, Burlington & Quincy Railroad, 
and are reported to give very good results. 

The objection to this valve is that 1t cannot be used in 
an ordinary valve-face, but must have one made specially 
for it. As two exhaust ports are required in the face the of 
latter, the valve must be considerably larger than the or- 
dinary valve, and consequently must bear more pressure, 
from which of course results the necessity of employing 
more power to move it. These objections have, we be- 
lieve, prevented its more extended use, notwithstanding 
the fact of its giving a very much better distribution of 
steam than the ordinary valve. 


On August 29, 1864, Mr. John Gleason patented the 
form of valve represented in figs. 7 and 8. This has 
a stationary or fixed saddle, A A, on top of the valve, with 
two cavities, B, B’, in the under side of thissaddle. The 
steam passages a, a’, and the exhaust passage H pass en- 
tirely through the valve 0 C. In fig. 7 itis repr sented 
in the position at which the valve has just commenced 
opening the port c for the admission of steam to the cylin- 
der. It will be seen that simultaneously with the opening 
of the port cat f the cavity Bis uncovered at e, and that 
steam can then enter the port c through the cavity B and 
passage a at the same time that it enters at f. In fig. 8 
the valve is represented in the position in which it is just 
beginning to open the port c to the exhaust. It will be 
seen from the engraving that simultaneously with the 
opening at ithe cavity B is uncovered at /, so that steam 
can flow through the passage a into the exhaust cavity H, as 
indicated by the darts, at the same time that it escapes at i. 
This valve therefore accomplishes very similar results to 
those which the Wilson valve effects. The proportions of the 
Gleason valve are bad, however, and the relation between 
the width of the steam and exhaust ports c, d, and g, are 
such as are never found on modern locomo'ives. In addi- 
tion to what we have represented in figs. 7 and 8, Mr. Glea- 
son also patented some appliances for relieving the valve 
from the pressure of the steam on top of the saddle. 
These have not been regarded as of sufficient importance 
to be described here. His invention evidently embodies 
the principle the use of which may secure all the advan- 
tages of the Wilson valve without making it necessary to 
enlarge the valve or valve-face. Seeing this Mr. Wm. 8. 
Hudson, Superintendent of the Rogers Locomotive Works, 
was led to design the form of this valve shown in fig 9. 
In this the ordinary proportions of steam and exhaust 
ports are used in the valve-face, and the valve is the same 
in principle and somewhat similar in form to that shown 
in figs. 7and 8. It will be seen from fig. 9 that it gives 
double openings e, and f, for the admission of steam, and 





fig. 10 shows the double openings for the exhaust. Mr, 
Hadson has also made provision for balancing this valve 
by carrying the saddle AA down on each side of the valve, 
as shown at J J, fig. 12, which isa transverse section of 
the valve. These side pieces rest on the valve seat outside 
the valve, and the la ter is accurately fitted, so as to work 
steam-tight under the saddle and yet not bear any of the 
pressure on top of it. The saddle is held in position longi- 
tudinally by the lugs and bolts F F, figs. 9 and 12. 

In fig. 10 it will be noticed that, with the proportions 
given, very soon after the port c is opened to the exhaust 
at i it begins to close it at /, so that comparatively little ad- 
vantage is gained on the exhaust side with the proportions 
given for this valve. 

This difficulty might be obviated by making the pas- 
sage a wider, as indicated by the dotted line m n, fig. 10. 
If this is done, however, live steam would blow through 
from the steam-chest to the exhaust port when the valve 
is in the position shown in fig. 11. 


This last evil might be overcome by narrowing the 
cavities B, B', as indicated by the dotted lines in fig. 11. 
If this is done, it will, however, be necessary to cut away 
the exhaust edge X an amount equal to that which has been 
filled into the cavity B, in order that the edge X may re- 
lease the steam simultaneously with the lower edge Y. The 
modifications, or rather proportions, we have indicated have 
in fact been employed by Messrs. Babcock & Wilcox, of 
New York, in stationary engines. But it will be observed 
that the passage a can, under no circumstances, be wider 
than the bridge M between the steam and exhaust ports, 
because if it is live steam it will be certain to blow through 
before the valve has opened the port wide atc. The firm 
referred to above, and it will be seen from the engravings, 
Mr. Hudson, also have made the bridges M M wider than 
the steam portscandd. Now, in many locomotives the 
bridges are considerably narrower than the ports, so that 
it would be impossible to get the full advantage of the 
double openings on both the steam and exhaust sides of the 
valve. 

To overcome the preceding difficulties the writer has 
proposed the form of valve shown in figs. 13, 14 and 15. 
In this two steam passages, ad and a’ d’, are employed at 
each end of the valve. By this means the full advantage 
of the double opening on both the steam and exhaust sides 
is gained, as is shown in figs. 13and 14. In fig. 14 it will 
be noticed that the passage d will not begin to close until 
the port cis opened at ia distance equal to the width of 
d. In fact, the same advantage of double opening is gained 
with this form of valve that results on the steam side alone 
with the Allen valve, or on both the steam and exhaust 
with the Wilson valve, while at the same time its size is 
very much smaller than the latter, and it can be used in 
any ordinary valve-seat, which is not possible with either 
the Wilson valve or with Mr. Hudson’s form of the Gleason 
valve, if the latter is modified so as to get the full advan- 
tage of the double openings on both the steam and exhaust 
sides. 

In the table below, the width which the steam ports 
are opened for the admission of steam, with different 
amounts of travel, is given for the ordinary valve and for 


| Total width of opening of steam- 
Travel of valve. | port. 








| Ordinary valve. | Allen valve. 

DS UME bocvcvecsasisceecestce | ¥% inch. % incb. 
% inch, ¥% inch. 

% Sach. % inch. 

*. Inch, % inch. 

5 inch, % wach, 

% inch. % inch, 

% inch. % inch, 

1 inch, 1 inch, 

1% inch. 1% inch. 

1% inch, 1% inch, 

1% inch, 1% inch. 

1% inch, 1% inch, 

i 1% inch. 








All the other valves described give an 
amount of opening for the admission of steam equal to 
the Allen valve, but they are not all equally effective in re- 
leasing the steam. It may be said that if the exhaust noz- 
zle is contracted, there is no advantage in having an area of 
opening of the steam-port to the exhaust larger than the 
area of the exhaust nozzle. This however is only partly 
true, because undoubtedly the res stance offered to the 
escape of the steam is greater if it must force itself 
through two narrow openings than it would be if it must 
pass through one only. It is also believed by many ¢2- 
gineers that there is much advantage from having the 
exhaust port open quickly, and that when that occurs the 
draft is stimulated much more than it is if the port is 
opened slowly. Now, with the valves described, especially 
with the last form, the exhaust when it begins to ope? is 
opened twice as fast as it is with the ordinary valve. It 
is therefore possible to delay the release someshat, and 
thus utilize a larger proportion of the expansive force of 
the steam ; or, if the hypothesis of nearly all master me 
chanics. is correct, the exhaust will be very much more 
effective in stimulating the fire if opened suddenly than 
it will if opened more gradually, and therefore with @ valve 
similar to that. which was last described it is probable 
that the area of the oxhaust nozzle may be somewhat €0- 


the Allen valve. 
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larged, and yet have the blast equally effective in stimulat- 
ing the fire. “i 

The method proposed by Mr. Hudson for balancing the 
valve, or relieving it from pressure, also promises to be 
successful, and is, perhaps, the simplest plan thus far 
proposed. It therefore seems as though some form of 
the Gleason valve was worthy of a trial, and that its use 
would result in considerable economy. 





NEW YORK GRAIN DELIVERIES. 


The whole grain business at New York seems to be con- 
ducted on an antiquated system. Fortunate in having the 
export business in grain established there by the opening 
of the Erie Canal for years before any other seaboard 
cities could obtain any appreciable share of it, the cus- 
toms of trade which grew up in these early days when 
New York had the monopoly of the traffic seem incapable 
of improvement now, when the methods of carrying grain 
have largely changed, and when the greater grain traffic 
on the Western lakes, received under somewhat similar 
circumstances, has been organized on a system of won- 
derful simplicity, efficiency, and economy, worthy, one 
might think, of general imitation, wherever the traffic is 
large enough. But there is a vis inertia in trade customs 
which is capable of an almost hopeless oppo-ition to 
change, whether it be reform or no ; and this is not the 
consequence of prejudice simply, but also of the adapta- 
tion of all the machinery of business to the old and long 
established forms, however imperfect they may be. The 
tree grown among rocks is ill nourished truly, distorted, 
dwarfed, but its roots have fitted themselves to the hard 
and rough surfaces of the stones, and filled the crannies 
where there is a little earth ; and we cannot transplant it to 
amore favorable situation without giving it a severe shock 
and perhaps sacrificing some of its members, though the 
final result may be most favorable. In the trade of New 
York and of most old cities—more perhaps in other 
branches than in the grain trade, but in that also—the 
very obstacles to free and cheap handling create business 
and give many men profitable employment which is de- 
stroyed by a reform, just as the business of stage-coaches 
was destroyed by the introduction of railroads. Indeed, if 
it were not for the competition of rival commercial towns, 
it seems doubtful if old cities would ever reform their 
methods of doing business. 

When the Erie Canal was opened all possible transporta- 
tion was by water. Whatever the destination of the boat- 
load of grain which reached New York, it was almost sure 
to make at least part of its further journey in a vessel of 
some kind. Whether it was to be stored, orto be shipped, 
it wasa matter of indifference, almost, to the canal carrier 
where he should discharge his boat, provided the receiving 
warehouse or vessel were somewhere in the waters of New 
York Harbor. Thus the great grain stores were established 
on the cheaper wharves of the Long Island shore, and the 
custom was established of delivering the boat-load of 
grain at any dock or alongside of any vessel in the harbor 
that the consignee might designate. This was, substanti- 
ally, because any point in the harbor as much as any other 
is the terminus of the canal route. 

After the railroads to the West were completed and 
began to carry grain to New York, they found the local 
customs of the grain trade estublished in this way— 
adapted quite well to canal traffic, but not at all to the 
railroads, which latter had definite and limited termini 
in New York and Jersey City, and not an indifferent ter- 
minus anywhere in the harbor, as the the canal boats 
have. ‘The railroads could bring the grain to certain 
wharves, but not to others, and instead of going to the 
ships the ships must come to them to be loaded, unless 
an intermediate carrier is employed by some one. 

Now there is nothing novel in this situation, and in it 
there is little difficulty in providing for a very economi- 
cal transfer from cars to store, or from cars or store to 
vessels. The grain ports on the Western lakes receive 
nine-tenths or more of their grain by rail, and ship nearly 
all of it by water, and they have provided for it by eleva- 
tors which work with the slightest possible expenditure 
of labor, occupation of ground and of water front, and 
with unequalled rapidity and certainty. However, one of 
the conditions of the successful working of the elevator 
system is an organization of the grain traffic which shall 
provide for the inspection and grading of the grain as it 
arrives, so that it will not be necessary to keep the 
thousands of individual consignments separate, but only 
the different kinds and grades of grain; so that the 
warehouse does not pretend to deliver to the consignee 
the identical lot of grain which was consigned to him, 
but only an equal quantity of the same quality. The 

elevators have wrought a great economy in the matter of 
transfers, but after all it is the grading of grain rather 
than the labor-saving machinery of the elevator which is 
at the bottom of this economy. 

This system has been in operation almost from the 
beginning of the grain trade of Chicago and Milwaukee, 
the first of which has a larger grain traffic than New York, 
and so far from its being inadequate or involving serious 
evils to the grain trade, it is universally acknowledged as 


a great economy and facility, and it is difficult to see how 
the traffic could be conducted without it or something 
equivalent. 

But this greatest of ‘‘modern improvements” in grain 
traffic has not yet been adopted in New York, the great 
grain, exporting city of America. It clings to the methods 
which grew up with an exclusively canal traffic and were 
perhaps well enough suited to that. The consignee re- 
quires not merely as many bushels of the same kind of 
grain as were consigned to him, but the identical grain. 
He wants it, too, not at the terminus of the railroad car- 
rier’s route, but at any vessel or wharf he may designate, 
probably enough five or six miles from the railroad 
terminus and accessible to it only by water. Thus, the 
actual necessary expenses connected with the transter of 
grain from car to store or vessel are several times as great 
in New York as in Chicago or Milwaukee, and this great 
and unnecessary expense somebody must pay, and whoever 
may pay it, the excess of cost over the improved method 
puts New York at a disadvantage when compared with 
other exporting cities which avail themselves of the modern 
methods of handling grain. 


Doubtless in New York there are obstacles to the sys- 
tem of grading which do not exist to the same extent in 
other cities, snd certainly not in the lake cities. It re- 
ceives a greater variety of grades than any other city, and 
minute gradations in grains designed for certain local 
markets must be preserved with an exactness which 
might not be easily attained by a system of inspection 
and certificates so well as by a delivery of the particular 
grain shipped to the consignee. But the obstacles are not 
formidable ones, as has been confessed by both railroad 
companies and grain merchants in an agreement between 
representatives of both made last Summer, and, so far as 
this practice is concerned, approved by the Produce Ex- 
change. At this time the Exchange made its acceptance 
of the plan of grading grain conditional on the railroad 
companies’ assuming the expense of elevating to con- 
signee’s vessel or warehouse. The railroad companies in- 
sisted that their delivery should be in the lighters which 
they would place at the consignee’s vessel or wharf, thus 
extending their route from the terminus of their roads to 
any point in the harbor, but leaving the consignee to un- 
load the vessel in which this further transportation should 
be made. 


Later, the railroad companies gave notice that’ there 

after they would deliver grain in lighters only when the 
consignment should be as much as five car-loads in 
amount. The basis of this regulation is a perfectly reason- 
able one. A car-load of grain makes but a small part of a 
load for a lighter, and it will cost just about as much to 
transfer a smaller quantity as a full lighter load. More- 
over, there is a similar economy in handling the cars at 
the New York terminus. Five can be switched from the 
train and run down to the wharf to meet the lighter quite 
as cheaply asa less number. Naturally, the carrier would 
give the lowest rate to the traffic which costs least. The 
regulation is an old one, but in the frequent and bitter 
contests of the companies with each other it has been neg- 
lected, just as the companies frequently charge 30 cents on 
fourth-class traffic to Chicago, while they would never 
make a regular rate so low. Fora yearor more past, 
this regulation, never formally abrogated, was not en- 
forced, and to the merchants of course it came with the 
effect of a new regulation. The grain merchants con- 
sidered it as likely to prove injurious to their business, 
and the Produce Exchange appointed a committee to con- 
fer with the railroad managers on the matter. 

This committee has recently rendered its report, or 
rathet reports, for there were two. Four of the five com- 
mittee-men recommended that the difficulty be obviated 
by adopting the grading system, previously agreed upon, 
paying under protest the charge for “ elevating out.” 
The fifth committee-man, Mr. Carlos Cobb, a very in- 
fluential member of the Exchange, recommended the ad- 
herence of the Exchange to its former action, namely to 
offer to adopt the grading system on condition that the 
railroad companies assume the expense of discharging the 
lighters into consignee’s vessel or warehouse. This mi- 
nority report was adopted, which leaves matters in statu 
quo. 


We believe that the grain merchants generally do 
not question the advantage to their trade of the proposed 
system of grading, even if they have to pay the disputed 
charge for elevating. Nor by their refusal of the plan 
recommended by their own committee as well as the rail- 
road men do they escape any of the expenses of handling. 
The result and apparently the declared purpose of their 
action is to preveut the railroads from getting the advan- 
tage of the proposed improvement in grain handling, 
which in any event the merchants would share, unless they 
will agree to assume the expense of loading the merchant's 
vessels or of putting the grain in his warehouse. That is, 
they refuse to avail themselves of a proffered advantage 
because they'want it madelarger. The railroad companies 





meanwhile insist that the merchants shall pay the 
ebarge in question, and thus the introduction of the much 
needed reform is indefinitely postponed. 


A great deal has been said about the railroads as common 
carriers being bound to “‘complete the delivery” of the 
goods which they transport, and it is quietly assumed that 
such delivery is not completed until the grain is put in the 
consignee’s store. Those who reason thus forget what the 
railroad routes are. Their termini are not in the harbor of 
New York, but at certain definite points in the cities of New 
York and Jersey City, and no common carrier is bound to de- 
liver goods beyond his own proper route. Now in the case 
of New York grain traffic the lighterage is as much a separ- 
ate portion of the transportation as the lake transportation 
or the shipment to Liverpool. The railroad company is 
no more bound to carry grain from its cars to a Brooklyn 
store than to carry it to England. It is bound to deliver 
it safely housed at some point accessible to the consignee; 
but it is the safety and the accessibility of this storage 
which form the essence of the obligation, and the fact 
that the warehouse is on wheels or floats has nothing to 
do with it. It may be advantageous for the railroad car- 
rier to undertake also the harbor carriage; but nothing 
binds him to do it, and it is against public policy as well 
as his own advantage for him to do this latter work for 
the same price for large and small consignments, when it 
costs much more for the latter. The produce merchants 
say that such a policy will discourage small consignments, 
If so, it is because they are in their nature uneconomical, 
and so ought to be discouraged. 

We think that the onefpoint in which the railroad com- 
panies have been in fault has been in delaying so long the 
provision of great elevators for the grain which they re- 
ceive. One company is now hard at work on such a 
structure, and the other two have designed them. They 
have urged that it was hazardous to expend money for 
such a structure when the grain trade was not organized to 
use it to the best advantage, and seemed likely to insist 
on its old methods and the provisions for loading and un- 
loading already in use. But it is probable that 
if the facilities were once provided, the economy would be 
so great and so manifest as to lead to their use to a con- 
siderable extent immediately, when the greater part of the 
trade would soon be forced to adopt the same system. The 
other exporting ports, whose business is trifling compared 
with New York’s, already have such facilities; their com- 
petition, if not the good sense of the New York merchants, 
will doubtless, eventually force the latter to adopt them 
also, and the sooner the better for all parties concerned. 








The Franklin Institute Exhibition. 





We omitted in our notice last week to refer to Mack’s injector‘ 
which was exhibited by the National Tube Works, of Boston, 
at work feeding one of the boilers. We have learned that a 
test of this instrument was made in competition with some 
other injectors which were exhibited, a report of which test 
we hope soon to publish. 

Specimens of. the Keystone injector, manufactured by 
Messrs. Jacob F. Miles & Co., of No. 625 Commerce street, 
Philadelphia, were also exhibited, some of them at work feed- 
ing boilers. We hope at an early date to pnblish engravings 
of both of them, showing their peculiarities. 








Railroads in India. 

According to the report of the Government Director, re- 
cently issued, there was in India last July 5,872 miles of 
railroad completed, which had cost on an average about 
$82,500 per mile. Of this 157 was of the metre gauge, the 
other of 5 ft. 6 in., and 727 miles had a double track. There 
was then under construction 817 of the wide and 1,033 miles 
oi the metre guage. During the year covered by the report, 
812 miles of new road was opened. Among these was an ex- 
ample of a cheap railroad of the India standard gauge, being a 
brauch of the Bombay, Baroda & Central India Railway, 
which cost about $20,000 per mile, and the materials being 
brought from England. The Indus Valley road,which was first 
ordered to be of metre gauge,was ordered during the year to be 
made ofthe Indian standard, and the new line from Lahore to 
Peshaumer will be made of the same gauge, “‘if considerations 
derived from the advanced state of the works should not,” in 
the opinion of the Viceroy, ‘‘ be of sufficient importance to 
influence his decision. 

As was to be expected in a country where money bears 4 
high rate of interest, very few Indian railroad securities are 
held in India. There were on the Ist of January last 62,318 pro- 
prietors of these securities, 900 of whom residents, and of the 
latter 421 natives of India. Most of the capital invested in 
these roads has the interest guaranteed by the British Gov- 
ernment. The total investment is about £100,000,000, and a8 


the net earnings in 1878 were less than £3,200,000, without this 


guarantee it would be very unsatisfactory to the investors ; 
indeed, it would never have been made, doubtless. The gross 
receipts seem to have been about $5,700 per mile; the working 
expenses $3,020 or,53 per cent. The receipts per train mile 
were $2.04; the expenses, $1.08. 

The traffic scarcely grows at all in India, In 1878 the net 
earnings were about a quarter greater than in 1869, the mile- 
age having increased in just about the same proportion mean- 
while. But the business of the country generally has scarcely 
made any progress in that time, the value of the exports 
being 5% per cent. greater, and that of the imports actually 5 
per cent. less in 1873 than in 1869. 

It is altogether probable that the Indian railroad system 
would have been much more profitable, and could have been 





extended with profit ifit had been constructed cheaply after 
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the example of the American railroads. Its capital account is 
something like 50 per cent. greater than the average of 
American railroads, though with the exception of wood and 
possibly some classes cf skilled labor, the elements of cost have 
been probably less there than here, though some of our struc- 
tures would not answer in the climate of India. The net earn- 
ings per mile are quite as large as those of American railroads, 
The recent efforts made to construct cheap railroads promise 
a good degree of success, but they may still not produce 
satisfactory results, because for the most part the cheap roads 


are built where the traffic is exceptionably thin, even for In- 
dia. 








Record of New Railroad Construction. 


This number of the Rammnoap Gazerte has information of 
the laying of track on new roads as follows: 

Wood River Branch.—Completed from Richmond Switch, 
R. I., northward 5% miles to Locustville. Baltimore, Pitts- 
burgh & Chicago.—Completed by the laying of track from 
Albion, Ind., westward 115 miles to a junction with the Illinois 
Central in the town of Hyde Park, Ill., ten miles south of the 
lllinois Central depot in Chicago. Chicago & IWinois River.— 
Extended 6 miles to a point 20 miles southwest of Joliet, Ill. 
Cairo & St. Louis.—Track is laid from the southern terminus 
at Cairo, Lll., northward 5 miles. Wisconsin Valley.—Extended 
from Knowlton northward 20 miles to Wausau, Wis. (entra 
of Minnesota.—Completed by the extension southeastward 6 
miles to Wells, Minn. Southern Pacific.—The San Joaquin 
line has been extended from Kern {River southward 3 miles to 
Bakersfield, Cal. 

This is a total of 160% miles of new railroad, making 1,524 
miles completed in the United States in 1874, against 3,130 
miles reported for the same period in 1873, and 5,840 in 1872. 











PUNISHMENT FoR Necixcr is provided for in the French 
railroad laws, as well as for malicious causing of accidents, 
and even for threatening to cause one. Article 19 of the law 
on railroad police of July 16, 1845, says: ‘‘ Whoever, through 
lack of skill, imprudence, inattention, negligence, or disobe- 
dience of the laws and regulations shall have involuntarily 
caused on a railroad, or in the stations, an accident which 
shall have occasioned wounds, shall be punished with impris- 
onment for from eight days to six months, and with a fine of 
from fifty to a thousand francs. If the accident has caused 
the death of one or several persons, the imprisonment shall be 
from six months to five years, and the fine from three hundred 
to a thousand francs.” Article 20 of the samé law says: ‘‘ Ev- 
ery engineman or brakeman who shall have abandoned his 
post during the running of a train shall be punished with im- 
prisonment from six months to two years.” This is worse 
than dismissal, which some trainmen think very hard. The 
first article provides a punishment which seems impossible in 
this country under existing laws. It will be remembered that 
the conductor and engineman of the coal train on the Chicago 
& Alton Railroad, who by running contrary to orders caused 
the terrible Lemont collision, killing about twenty persons and 
wounding as many more, could not be punished. The con- 
ductor was indicted for manslaughter, but, having been out 
on bail for nearly a year, on coming to trial was found “ not 
guilty,” there being of course no shadow of suspicion that he 
had intended any harm by the act which put his own life in 
extreme danger. This is a case in which many will feel justi- 
tied in saying : ‘“* They do these things better in France.” 








Some CORRESPONDENCE oN Commissions, which the recent 
agreements to do away with them has drawn out, has intimated 
pretty clearly that the companies would do well to pay up for 
some months’ work already done on informing agents their 
services would be dispensed with hereafter. A General Ticket 
Agent of a Western railroad on sending to another passenger 
man the circular of the Chicago companies which declares 
that no commissions on sales of tickets will be paid after Oc- 
tober 31 endorsed it as follows : 

‘‘For my private opinion of this and for ——’s consolation, 
I refer you to Ecclesiastes 1st chapter, 6th to 9th verses, in- 
clusive. Hopefully thine.” 

For the benefit of those of our readers who have not access 
to the work quoted (though we are credibly informed that 
some railroad men do own copies) we have hunted up the 
quotation, which is as follows: 

“The wind goeth toward the south, and turneth aboat 
toward the north ; it whirleth about continually, and the wind 
returneth again according to his circuits. 

‘All the rivers run into the sea; yet the sea is not full: 


unto the place from whence the rivers come, thither they re- 

turn again. 

_ “All things are full of labor; man cannot utter it: the eye 

is not satisfied with seeing, nor the ear filled with hearing. 
“The thing that hath been, it is that which shall be, and 

that which is done is that which shall be done : and there is no 

new thing under the sun.”’ 


The gist of the matter is in the last paragraph, we suppose. 

The gentleman to whom the circular so endorsed was ad- 
dressed, returned it with this further endorsement : 

“Dear ——: Your consolation don’t ‘ wash ’—isn’t worth a 
cent. See Matthew, chapter xxv., 29th verse, and give it up 
manfully. Dolefully thine. Rig 

Again we save our readers from too great a disturbance of 
dust by looking up and printing the quotation : 

“For unto every one that hath shall be given, and he shall 


have abundance ; but from him that hath not shall be taken 
away even that which he hath.” 


As commissions for two or three months’ sales reported be- 
fore this circular was issued were due and unpaid, the agent 
felt singularly like ‘him that hath not,” from whom it is 
sought to take “ even that which he hath.” 

A Heavy Senrence on Train Wreckers as given hast 
Week, when the New Hampshire Circuit Courtat Keene, N. H., 
after a full trial of one Joseph Ruff for putting obstructions on 
the track of the Ashuelot Railroad, found him guilty, but in 
Sonsideration of his youth and low degree of intelligence, sen- 











tenced him only to two years at hard labor in the State prison. 
A man, however, named John Ourrier, who was convicted at 
the same time of hiring or bribing the boy Ruff to place the 
obstructions on the road, was sentenced to fifteen years at 
hard labor. In passing sentence the court referred to the 
aggravated nature of this class of crimes and the necessity of 
inflicting severe punishment for. the protection of society. 

This sentence leads us to think it would be well if all train- 


wreckers could be indicted and tried in New Hampshire here- 
after. 


a 


@eneral Railroad Wews. 


ELECTIONS AND APPOINTMENTS. 


—Mr. Elisha W. Bliss, long a section-master on the Con- 
necticut River has been appointed Roadmaster of the 
Middle Division of the Chicago & Michigan Lake Shore road, 
with headquarters in St. Joseph, Mich, 











—The United States Circuit Court has appointed Dewitt C. 
Berber Receiver of the Iron Mountain, Chester & Eastern 


—At the annual meeting of the Washington & Ohio Railroad 
Company in Alexandria, Va., November 4, Lewis McKenzie 
was unanimously re-elected President, with the following 


directors: Henry T. Harrison, Charles B. He Heaton, 
Loudoun Comte, Va.; Lag Morgan, Richard H. Lee, 
Clarke Seanty, ' ‘a.; Cassius F, Lee, Fairfax County, Va.; F. W. 
M. Holliday, Frederick County, Va. 


—At the annual meeting of the People’s Railway Compan 
held in Pottsville, Pa., November 8, the following were elect 
directors for the ee Charles Baber, Wm. M. Randall 
L. F. Whitney, Milton me, R. F. Lee. 

—At the annual meeting of the Philadelphia, Germantown 
& Norristown Railroad Company in Phil ee November 
2, Wm. Musser, Joseph Perot, Wm. H. Slingluff and I. V. 
Williamson (one-third ot the were chosen managers 
for the ensuing three years. Richard Dale was elected to the 
board for two years to fill a vacancy. 


—Mr. B. P. McDonald, Fort Scott, Kan., is President, and 
Mr. George D. Case, Fort Scott, Kan., Chief Engineer of the 
Fort Scott & Southeastern Railroad. 


—The officers of the Spartanburg & Asheville Railroad Com- 
pany are : President, C, G. Memminger; Vice-President, E. G. 
Aston; Secre’ and Treasurer, A. CO. Kaufman; ectors, 
George W. Williams, Gabriel Cannon, T. B, Jeter, Theo. G. 
Barker, D. RK. Duncan, James E. Black, John 8, Kenned y f 
D. Hyman, V. Ripley, R. W. Allen, &. W. Fletcher, E.R. 
Hampton. The company’s office is at No. 25 Broad street, 
Charleston, 8. O. 


—Mr. Hinckley, formerly of the St. Louis, Kansas oo & 
Northern road, has been appointed yo Oe of the 
Cairo & St. Louis Railroad in p of C. Hamilton, resigned. 


—At the annual meeting of the Troy Union Railroad recently 
the following directors were chosen: W. H. Vanderbilt, E. D. 
Worcester, E. 8. Morgan, H. R. Pierson, J. Tillinghast, J. M. 
Toucey, George B. Warren, G. H. Cramer, I. V. er, D. T. 
Vail, C. L. Tracey, Daniel Robinson and Mayor Kemp. The 
company owns the union depot in Troy, N. Y., and the railroad 
entrance into that city. 


—At the annual meeting of the James River & Kanawha Ca- 
nal Company in Richmond, Va., November 5, the stockholders 
elected Col. Charles 8. Carrington President and Col. H. C. 
Cabell and Marshall Parks directors. The Board of Public 
Works of Virginia has aap’ as State directors Franklin 
Stearns, 8. C. Tardy and Dr. W. P. Palmer, Richmond, Va., 
and Mr. Robert G. Davis, of Lynchburg, Va. 


—The folowing copetntnente have been made on the Balti- 
more & Ohio Ra’ : Mr. W. ©. Quincy is now General Man- 
ager of all the leased lines west of the Ohio River ; William 

alker, lately General Supervisor of Trains. is now eee 
tendent of the Central Ohio, Lake Erie and Straiteville di- 
visions ; John B. Peters, late Assistant Sopeavione of Trains, 
4 ~ed Superintendent of the Baltimore, Pittsburgh & Chicago 

ivision, 

—At the annual meeting of the New Haven, Middletown & 
Willimantic Railroad Company in Middletown, bonn. recently, 
the geome | directors were chosen for the en year : 
Julius Hotchkiss, L. A. Andrews, Evelyn White, R. W. Tur- 
ner, Benjamin Douglas, Charles A. Buel, J. L. 8. Roberts, A. 
M. Colegrove, O. C. Hubbard, J.N. Camp, William T. Elmer, 
Robert G. Pike. 


—The directors of the Missalonskee & Kennebec Railroad 
Company met in Augusta, Me., November 5 and +. by 
electing Ool. H. A. Dewitt, President; J. W. North, Treasurer, 
and E. F. Pillsbury, Clerk. 


—Mr. C. Hamilton has somed his position as Superintend- 
ent of the Cairo & St. Louis Railroad, and has appointed 
Assistant Chief Engineer of the Cincinnati Southern Railroad. 


—The officers of the Chicago & Illinois River Railroad Com- 
anyare: President, A. McDonald; Vice-President, C. C, P. 
olden; Chief Engineer, J. O. Hudnutt; directors, B. F. Al- 
len, O. ©. P. Holden, A. McDonald, Jeese O. Norton, ©. I. 
Peck. The office is in Chicago. 


—The Orange and Bolivar Point Railroad Company was or- 
ganized at Orange, Tex., November 4 by the election of the 
following directors : Jerome Swiaford, A. Gilmer, R. H. smith, 
F. C. McReynolds, N. J. Moore, A. N. Vough, James 8. Grin- 
nan, Levi Jones and Henry Seeli son, of Texas ; Chas. Shep- 
herd, Springfield, Mo.; B. D. Crary, Omaha, Neb.; William 
Peete, i. . Hubbell, of New York. The board elected the 
following officers: James 8. Grinnan, Galveston, Tex., Presi- 
dent ; He W. Hubbell, New York, Vice-President ; B. D. 
Crary, Omaha, Neb., Treasurer ; Jerome Swinford Orange, 
Tex., Secretary. he office of the company is at Orange, 
Texas. 

—Mr. John Enders, of Richmond, Va., has been chosen 
President of the Richmond & Trans-Aliegheny Railroad Com- 
pany, in place of J. D. Imboden, resigned. 

—Mr. Charles Hilton, C. E., has charge of the construction 
of the New York Central & Hudson River elevator on the 
North River between Sixtieth and Sixty-fifth streets. 

—Mr. Fayette Curtis is appointed in charge of the Fourth 
Avenue Improvement to succeed Mr. Isaac C. Buckhout. 


—The officers of the Chicago Railway Construction Com- 
any are: President, John H. Rice; Vice-President, F. W. 
Peck; Secretary. F. W. Rice; Treasurer, B. F. Allen; directors, 
B. F. Allen, J. O.fHudnutt, A. McDonald, Jesse O. Norton, F. 
W. Peck, J. H. Rice, E. H. Talbot. 








PERSONAL- 


—A card ina recent number of a paper announces 
that ‘‘Mr. Alexander Holley, civil e eer, of the United 
States, offers his professional services to any company on the 
continent of Europe which may desire to establish steel works 
of the most recent American type.” 

—Mr. W. H. H. Shinn, Agent at Columbus, O., for the Pitts- 





burgh, Cincinnati & St. Louis Railway, died in that city 
November 1, 





OLD AND NEW ROADS. 


Pennsylvania—New York Division. 

A large number of men have been. discharged by the con- 
tractors onthe new cut through Bergen Hil as that work 
is approaching completion. 

A number of the signals along the line are being renewed, 
and all are being altered to conform with the new code of sig- 
nals recently adopted. 


Iron Mountain, Ohester & Eastern. 
In the suitof Samuel N. Maxwell 


ainst this com 
Cae States Circuit Court for the yon District of 
nois 
him 


the 
Ihli- 
has appointed DeWitt O. Barber, Receiver, and has placed 
in possession of the road. Ali net earnings after paying 
current expenses are to be used in paying debts due for labor 
or supplies furnished the road since Aprif 1, 


Hendersun & Overton. 


The contract for the construction of this Texas road, from 
Henderson, Tex., northwest to the International at Overton, 
has been let to Ward, Dewey & Co., lessees of the Texas peni- 
tentiary. It is to be completed by August 1, 1875. 


Southwestern & Rio Grande. 
The contract for the first section of 10 miles from Shreve- 


rt, La., southwest has been let to O'Connor & McCabe, of 
owa, who are to begin work about November 15. 


Indianapolis, Bloomington & Western. 

In their advisement the committee of first-mortgage bond- 
holders, Messrs. Taintor, Wyckoff and Denny, say: “ This 
committee is working in harmony with the comnaltboes repre- 
senting the Danville firsts and Bloomington seconds to put 
the road in the hands of trustees for the bondholders to pay 
interest on the bonds according to their legal position without 
the cost and delay of lawsuits.” 

There seems to be some confusion among the various com- 
mittees, and the position of some ot them f not very clearly 


defined. 
The Secre of the second-mortgage bondholders’ commit- 
tee is Mr, Adrian Van Sinderen, not Van Guideren as his 


name was printed in a former number of the Gazerre. 


Grand Rapids & Indiana. 
This company has bought three acres of land in Richmond, 


Ind,, for $18,000, and build extensive machine and repair 
shops there, 


Hannibal & 8t. Joseph. 


The company has filed with the Secretary of State of Mis- 
souri its acceptance of the provisions of the act of March 21, 
1874, providing for the issuing of renewal bonds, the stock- 
holders of the company having assented to such acceptance 
at a meeting to be held at Hannibal November 2. Fifty of the 
renewal bonds of the sum of $1,000 each were prepared in 
September, but the company not having complied with the 
requirements of the law, the delivery of the same was delayed. 
The bonds are signed and are now ready for exchange. 

The comenny advertises that the following State bonds 
issued in aid of the road and maturingin 1875 will be paid on 
presentation at the Treasurer's office in New York at and 
accrued interest apee pecenneeen: $100,000 due April 4, 1875; 
$200,000 due June 8, 1875; $130,000 due September 24, 1875. 


Baltimore, Pittaburgh & Chicago. 

The last railon this road has been laid and the ballasting 
and finishing up is very nearly done. The first passenger 
train from Baltimore through to Chicago will leave the former 
city November 15 and will carry the General Passeuger Agent 
and several other officers of the Baltimore & Ohio. Regular 
trains will begin to run very shortly, 

The new road, which has been built more quickly and with 
less trouble than almost any other line of similar length and 
importance in the eountry, starts from Chicago Junction, O., 
88 miles north by west from Newark, O., on the Baltimore & 
Ohio’s Lake Erie Division, and runs thence a very little north 
of west across Obio and Indiana to a junction with the Illinois 
Central about 10 miles south of the depot of that road in 
Chicago. The whole length of the road from Chicago Junction 
to the junction with the Illinois Central is 258 miles, and to 
Chicago 268 miles. The road is absolutely under the control 
of the Baltimore & Ohiv, and was built with money furnish- 
ed by that rr: 

The length of the Baltimore & Ohio line from Baltimo-e 


to Chicago is 836 miles. The Pennsylvania line to Baltimore 
is 800 miles long. 


Rockford, Rock Island & 8t. Louis- 


Mr. W. H. Ferry, the receiver appointed by the United 
States Circuit Court, took formal possession of the road No 
vember 6. The receivers appointed by the Henry County 
(Ill.) Circuit Court, Messrs.‘ able and Lynde, surrendered the 
r to him in accordance with an order from that Court, \ 


New Orleans, Mobile & Texas. 


This company has made a reduction of 20 per cent. in the 
wages of employes, the reduction to take effect from Novem- 
ber 1, A number of the employes in Mobile left work in con- 
sequence, 


Western Maryland. 


A proposition has been made to the City of Baltimore by a 
company recently organized and known as the Baltimore & 
Western Maryland Railroad Company. This corporation pro- 

ses to take the road and assume tne first and second pre- 

erred motes with the accrued interest (amountin all 
to $1,460,000), the city to assume all other liabilities and’ to re- 
lease all its interest in the road except $280,000 first-mortgage 
bonds with accrued interest. In return the company will agree 
to spend $500,000 in improving the percent road; to build an 
extension from Hagerstown, Md., Johnstown, Pa., with 
branches to the Broad og coal region and to the coal fields on 
the North Branch of the Potomac; and to build an extension 
of seven miles from Baltimore to deep water at Curtis’ Oreek. 
Further, all net earnings from the present road in excess of 6 
per cent. on $3,000,000 are to be paid to the city, 

There appears to be a strong opposition to the plan and its 
adoption is by no means certain. 


Erie. 

Much complaint is made by employes of delay in the pay- 
ment of wages. A special grievance is also complained of | by 
many of the men working in the Jersey City shops, who have 
heretofore lived at places a short distance out on the road and 
have been allowed to ride to and from their work free. These 
men are now obliged to buy commutation tickets, which, how- 
ever, are sold to them at a special rete, lower than the usual 


charge. 

The Superintendent of the Delaware Division has found it 
necessary to issue a special order requiring train-men to 
strictly enforce the rule prohibiting gambling in the cars. 

The Port Jervis shops are working only eight hours per day. 


Vermont Central. 


The first-mortmage bo.dholders met in Boston, November 
7, to concert measuresfor securing payment of their claims. 
It was stated that the default in the pa yment of interest had 
continued since 1864. In 1867 the liabilities which had prece- 
dence to the first-mortgage bonds were $3,5000,000. Be- 





tween 1867 and 1872 the trustees have increased the liabilities 
which were regarded by them as having prior claim to the 
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sum of $7,000,000. After a long Socnaaion, in which much 
difference of opinion was made manifest, it was finally re- 
solved to appoint a committee of three to represent the in- 
terest of the bondholders in the bill for incorpora them 
into a new com . which is now ng in the Vermont 

islatare. committee is to do what is pos- 
sibie to aid in the passage of the bill. 


New York Oentral & Hudson River. 

f - fends ates someany, ewe ahe 5 ese -- “ 

lorce em: 6 ‘8 a large number 

of men have already been discharged. " 

Burlington & ‘ 
General Baker, the Receiver appointed by the United States 

Circuit Court in the foreclosure suit, has made s formal de- 

th Word tals Bee ceases of the Property, Mr MoKitierich 
e r . Mr, 

refused to yield and is still running the road. It 

remains to be seen what further action will be taken. 


Wisconsin Volley. 

The track was to Wausau, Wis., 20 miles north of the 
late terminus at Knowlton and 92 miles from Tomah, October 
81. The work is being finished up and regular trains will be- 
gin running about November 15, 

Dividends. 

Dividends have been declared by the following companies : 

Cleveland & i gee 1% per cent., quarterly, on the new 
guaranteed stock, paya' mber 1, i 
ei & Albany, 5 per cent., semi-annual, payable Novem- 

r 16. 

Pennsylvania, 5 per cent., semi-annual, payable November 
80 ry 1 mee “ to all Me yin cagpe 1, i aaa 
e Ohio Com gives notice that the pré- 
ag At 1, 1875, will be paid 
with accrued interest to date of presentation on and after 
November 10, 1874, at the office of the company, No. 52 William 
strect, New York, 


M 

The following companies will hold their annual meetings at 
ts onton & Providence, at 4b tation in Bo 

n at the new passenger station in Bos- 

ton, November 18, at 1 a, m, 

Baltimore & Ohio, at the office in Camden Station, Balti- 
more, November 16, at 10 a m. 

Wilmington & Weldon, in Wilmington, N. 0., November 18, 

Wilmington, Columbia & Augusta, in Wilmington, N. O.. 
November 18. 


for the d bridg f this road 

The contract an ing of t' »{rom 

Woo”bury, N. J., to parading and 20 a has been let to 

James = Neal ot Philadelphia, who is to begin work about 
ovem ; 


Missouri, Iowa & Nebraska. 

An agreement has been made by which this company is to: 
ron its trains into Keok la., over the Keokuk Des 
Moines track, paying a fixed annual rental for its use. The 
agreement has to be ratified by the directors of both 
companies, 


Delaware, Lackawanna & Western—Morris & Essex 
Division. 

The contractor having made a reduction of 10 per cent. in 
the w of the men employed on the uew Bergen Tunne! 
480 of them struck and left work November 9. It is stated 
that the compeny will suspend all work tor the present unless 
the men agree to go to work again at the reduced rates. 
Boston, Olinton & Fitchburg. 


The following is a summary ot the report of this company 
for the year enning September 30, 1874. covering the opera- 
tions of all the leased lines except the New Bedford road : 








Earnings from passengers .... .. sedesedeedl  tahiwe $243,629 93 

ME. ccocccccccccccecces o ° eevee + +» 996,149 38 
OURGE CORIO a odin s5. 50090-40090 ¢-02 cb006o0s cece poste: ccceee 26,861 12 
Tota) earnings (46,862 per mile)............ ses eebeeee + $665,640 43 
Operating expenses (66.98 per cent.) .. © 2... ceseseeees 445,873 19 





Net earniugs ($2,266 per mile)...........006-eeceeee 1s. + $210,767 24 
Interest on bonds and dividends on guaran- 
teed s bee secvccoeseoes $111,987 05 
Mansfield & and F & 
Lowell rentals.....csccccccssccessesseecess 81,917 66 
———— $193,904 71 


Bur lus... .ccccrcccscesevvceccescccsesce sees eeerseesee 925,062 53 

As compensa with the previous year there is a decrease of 
$11,798.96 or 1.74 per cent., in earnings; a decrease of $34,071.18, 
or 7.10 per cen in expenses ; an increase of $22,272.22, or 
11.28 per cent., in net earnings. Passenger trains ran 233,501 
miles and carried 572,600 ers ; freight trains ran 289,524 
miles and carried 137 tons 0 freight. 

A large part of the road has been relaid with new and 
heavier iron, end Tyler’s safety switches have been put in use 
throughout. ‘Che ay ee has been increased and much 
— roved and Smith’s vacuum brake put on all passenger 
8. 


Delaware, Lackawanna & Western. 

Itis stated that this omaeny has given the New Jerse 
Central notice of the termination of the agreement by whi 
600,000 tons of coal annuaily were to be sent over the Central 
from Hampton Junction to es This arrangement, 

the notice, will cease May 1, 1875. By that time 
the ents now made in the coal docks at 
Hoboken will be poy cong: and the company will be able to 
handle all ita coal at that point without trouble. 


Oity, Virginia Midland & Great Southern. 
The le of Charlottesville, Va., have voted to issue $30,000 
bonds secure the erection of an engine house and repair 
shop at that place, 


The Western Railroad Bureau. 

A meeting of the Commissioners and the executive Com- 
mittee of the General Freight Agents’ Association was held last 
week in Toledo, O. It was resolved that the new rates should 
take effect November 15. The adjustment of the tariff and the 
classification of freights was completed, many articles having 
been advanced one grade in the classification. 
tea alee raves on East-bound freight are as follows to lead- 

ite : 





From Chicago to lstclass. Qdclass, 3doclass. 4th class. 
aoe, r 100 pounds.....$1 60 $1 20 $0 85 0 50 
cw 


$ 
eas eneceasc cscces BOO 110 0 80 0 46 
Baltimore and 
Wi sccveccesenss BOD 1 00 0 70 0 40 
oe ove rece cocccces 0 15 0 46 0 30 
Richmond, Va.............. 118 0 83 0 57 
Charleston and Savannah 1 31 1 03 0 67 





The Grand Trunk and Baltimore & Ohio still decline to sign 
any agreement. 


— a f the Chicago & N 
te) C) orthwestern for an. in- 
junction to restrain this company from its tracks 
pad at oO Ill., came up before the United States Cir- 
Court in 2 7. After hear ments, 
Judge Drummond that the Court had tion, 


and that it must be governed by the facts in this particular 
case. He therefore decided to a: + Commissioners to ex- 
amine into the facts in the case his final decision will de- 
pend on their report. 


New Mail Routes. 
Mail service has been ordered over the following lines : 
Allegheny Valley, Sligo Branch, from Lawsonham, Pa., to 
Sligo, 11 miles. 
eachbottom, from York, Pa., to Cross Roads, 16 miles. 


Eastern- 

This company has bought « tract of nine acres in Charles- 
ton, Mass., and will occupy it as a freight yardin addition 
to the present yard in Kast Boston. A freight house 
1,500 feet long with all necessary offices is being 
built, and some old buildings already on the ground are 
beiug altered for use as freight sheds. Sidings are being laid 
and drive-ways arranged so that, besides the shed-room, 
freight can be passed directly from cars to teams. The im- 

rovements will cost about $800,000 and will be completed be- 
lore the close of the year. 


New York & Long Branch. 

Work on the grading is in progress near Long Branch, and 

piles are being driven for the bridge over South River. The 

pasoon, er equipment for the road been ordered and is to 
e ready by June 1, 1875, so that it is evidently intended to 

have the road open for the travel of next season. 


Railroad Manufactures. 


It is reported that the Rogers Locomotive Works at Pater- 
son, N. J., are about to employ a largely increased force. 

It is proposed te build a shop, the specialty of whieh will be 
the construction of Roberts’ double-exhaust locomotive, in 
Buffalo, N. ¥Y , or Titusville, Pa. 

The Wason Car Com any at Springfield, Mass., has secured 
a contract for 42 first-class passenger cars for the Central Rail- 
road of New Jersey. These cars are to be finished by June 1, 
1875, and most of them are intended tor use on the new Long 
Branch line. The Wason Company is also negotiating for sev- 
eral other contracts. 

The Cummings Car Works at West Bergen, N. J., have a 
moderate force employed, mostly on passenger car work. 


Macon & Brunswick. 

Holders of first-mortgage bonds of this road, which is short- 

ly to be sold to satisfy the State lien, are requested to com- 

— with Moran Brothers, No. 68 William street, New 
ork. 


Monticello & Port Jervis. 

In the foreclosure suit against this company, holders of 
Srot- mene lange bonds are requested to produce the same be. 
fore Henry I. Cullen, referee, at his office, No. 194 Broadwey, 
New York, before November 25. 

Chicago, Burlington & Quincy. 

There has been some trouble between this company and the 
Chicago & Northwestern as tothe new pontoon bridge over 
the Mississippi at Clinton, Ia. The Northwestern Company 
owned an island in the river over which right of way was de- 
sired for the new bridge but refused, and it seemed probable 
that a long law-suit would result. 

The latest advices state that a conference was held by offi- 
cers of the two companies in Chicago, November 7, when an 
agreement was made for joint use of the bridge on terms satis- 
factory to both parties. 


Brakes on the Delaware, Lackawanna & Western. 

It was announced in the Rartroap Gazette of September 5 
that the Delaware, Lackawanna & Western Railroad Company 
had adopted the atmospheric brake on the Utica Division and 
main line of its road. This item was copied trom one of 
our exchanges, and, as we have since learned, was an error, as 
it was the vacuum and not the atmospheric brake which the 
above company has adopted, on its main line, on the Lacka- 
wanna & Bioomsburg and Ly haar & Binghamton divisions. It 
was, however, before the adoption of the vacuum brake, and is 
still using the Westinghouse (atmospheric) on some of the 
other divisions of its lines. 


Montolair. 

The first-mortgage bondholders met in New York, Novem- 
ber 5, when there was considerable discussion on the report 
resented by the committee at the meeting of October 6. The 
eading feature of this plan was the issue of new bonds to the 
amount of $2,500,000, which are to be exchanged bond for 
yond for the present first-mortgage bonds, the surplus to be 
used for completing the road. Mr. C, W. Hassler presented 
another ra providing for the organization of a new com- 
pany and for new issues of bonds to replace those now out- 
standing. Finally after a long discussion it was resolved that 
the trustees, Messrs. Abram 8. Hewitt and Marcus L. Ward, 
be instructed to buy in the road at the foreclosure sale. They 
are also,in connection with an advisory committee of five 
bondholders, to prepare an agreement to be signed by the 
bondholders. 


Hoosac Tunnel Line. 

A referee appointed by the Massachusetts Supreme Court is 
now taking testimony to determine what proportion the 
Fitchburg and Vermont & Massachusetts companies shall 
pay of the cost of reloeating and rebuilding the Troy & 
reenfieid road, 


South Mountain. 

Grading is in progress on the branch from the main line to 
Reading, Pa. 

Arrangements have been made for the issue of the first- 
mortgage bonds of the company, and some have already been 
sold, Messrs. Hiester Clymer, of Reading, and G. Dawson 
Coleman, of Lebanon, are the tees under the mortgage. 


Central Vermont. 


The shops on all this company’s lines have been run only 
nine hours daily since November 1, with a reduction of 10 per 
cent. in wages. 


North & South of Georgia. 


In the New York Supreme Court, November 10, Adolphus 
CO. Schaefer recovered judgment for $75,000 against this com- 
pra. The plaintiff claimed that he had contracted to sell 

1,500,000 bonds for the company, for which he was to receive 
5 per cent. commission. The boy ws failed to fulfil its con- 
tract, and he now sues to recover the whole commission. 

East Tennessee, Virginia & Georgi 

Suit has been brought by Hawkins County, Tenn., to com- 

el this company to operate the Rogers Railroad from 

all's Gap to ersville. 

The company bought this road from the State of Tennessee, 
agreeing to keep the roadin repair andrun it, but subsequent- 
ly sold it to W. P. Elliott & Co., who have failed to operate. 


The Oonductors’ Brotherhood. 

The annual convention of this society met in Baltimore, Md., 
November 38. In his opening the Grand Chief Con- 
ductor, Mr. G. L. Cruzby, represented the order as being in a 
flouishing condition, seven new divisions having been or- 


ganized during the year. Attention was called to rome needed 
revisions of the constitution. 





Standing committees on constitution and by-laws, on finance 
and on work were appointed. The insurance question was 


considered, and the Secretary reported the number of mem- 
bers of the pody insured at 156, from whom had been received 
on h ae out out $1,350, leaving a balance in the treasury 
of $2,085. 


The pimtene, which were mainly private, continued until 
November 6.. It is understood that a new form of ritual was 
adopted and other measures were taken to increase the ef- 
ficiency of the Society. 

_ After adjournment the delegates took an excursion to Wash- 
ington on the invitation of the Baltimore & Ohio Company. 
West Pennsylvania. 

The Columbia Conduit Company has ces for an injunc- 
tion to restrain this company from interfi a the laying 
of its oil pipe line. Some time since the Conduit Company 
endeavored to secure authority to lay its piper under the West 
Pennsylvania track near Pittsburgh, but failed. Now it is 
laying the pipes in the bed of Power’s Run, over which the 
railroad crosses on a bridge, and applies for an injunction on 


the alleged ground that it has reason to fear forcible interfer- 
ence with the work. 


Pranklin Telegraph. 

Ata meeting of the stockholders in Boston, November 6, it 
was resolved that the President be instructed to lease the 
company’s lines for 99 years to the Atiantic & Pacific Telegraph 
Company at an annual rental of $25,000. 


Fort Scott & Southeastern. 

The Chtef Engineer of this road, Mr. George D. Case, writes 
that the grading of this road is now finished for six miles 
southeast frcm Fort Scott, Kan., and tracklaying has been be- 
gun, some two miles being already down. 

Pennsylvania. 

Ata special meeting of the board held November 8, the 
usual semi-annual dividend of 5 per cent. was declared. The 
official documents in detail were laid before the Finance Com- 
mittee for report thereon to the board gen | all the opera- 
tions of the company east of Pittsburgh, and the following is 
nner statement of the result of the traffic for the past 
six months: 





I IIs 000.0 6006050 0006000 chcveccccececse 00 v0tee $19,696,642 
EXPONGOS.......+.000 cesses 1 dose edbe Soba t hep boens Cave 12,450,963 
RI cine 0p cee’. occcccescressecee. badeess $7,245,678 
Income from investments. ........ccesccescecsersceseces 2,198,707 
PE ek MOREE, . 0.05: onctcrpcensvevesecesnes $9,444,386 
From which deduct interest upon vonds, outstanding 
scrip, semi-annual main line payment, etc., also divi- 
dends and interest on aecount ot United Railroads of 
New Jersey and Delaware & Raritan Canal.............. 4,302,529 
GE, id). ch dclcachonsccutuusioe bdbdnee ates $5,141,856 
Revenue held to meet possible deficiencies arising from 
guarantees of the company from leases, and to provide 
Gar SI NOND, © iin dbo cbdvddepeesvscesneteb4sseed6ee 876,333 
Leaving as available for dividend, net revenue........... $4,265,523 
Capital stock, $68,443,400, at 5 per cent.,...... $3,422,165 
ee SU SI Ga ncn. 0s concosevosvccsesecesce 307,994 
a 3,730,159 
Balance to credit of profit and loss.............. $535,364 
Illinois Central. 


The Land Depepinaet reports during October sales of 
8,748.65 acres of land for $27,714.91, and cash collections 


This shows a decrease of 04% per cent. in the Illinois earn- 
ings; an increase of 4% per cent. in the Iowa receipts, and an 
increase of 0% per cent. in the total. 


Worcester & Somerset. 

The bondholders have filed a bill in foreclosure against this 
road in the Somerset (Maryland) County Court, and have also 
asked for an injunction to prevent certain judgment creditors 
from procuring executions under their judgments. 


Missalonskee & Kennebec. 

This company has completed its organization and has made 
arrangements for the survey of the line from West Waterville, 
Me., southward to Augusta. It is intended to ask the city of 
Auguste to take stock in the company. 


Nevada Oounty. 

This company is advertising for bids for the construction of 
its road, which is to be about 22 miles long, from the Central 
Pacific at Colfax, Cal., to Nevada City. It is to be of 3-feet 
gauge. The work is to be paid for one-half in = coin and 
one-half in the company’s bonds. Proposais will be received 
= November 21. The company’s address is Nevada City, 


Ohicago & Illinois River. 

This road is now completed for 20 miles southwest from 
Joliet, lll., and grading is going on rapidly towards Streator. 
The present terminus is in the Wilmington coalfield, and sev- 
eral short branches are being built to reach certain mines. 
The road, indeed, 1s intended mainly for coal traffic. From 
Joliet to Chicago two lines have been surveyed, but nothing 
definite has been decided as to the construction of this part of 
the line. The road is being built by the Chicago Railwa 
Construction Company, which owns large tracts of coal lan 
on the line. 


Martha's Vineyard. 
The rolling stock of this road has been attached for debt and 
the running of trains temporarily stopped. 


Little Rock Bridge- 


In the first number of the Raruroap Gazerre for this year, 
page 8, we published the following announcement : 

“ The bridge over the Arkansas River at Little Rock was 
finally completed December 21, and trains are now pass! 
over it. The bridge consists of four fixed spans, two of 19 
feet, one of 183 feet, and one of 60 feet, and a draw-span. 
feev long, with two clear openings of 160 feet each. Tho bridge 
rests on pneumatic cylinders of iron filled with concret:. the 
draw-span is wholly of iron, the fixed spans of wood and _ 
The bridge is so designed that a roadway for highway bets 
can be laid, resting on the upper chord, whick will probe y 
be done hereafter. The American Bridge Company 0 4 
cago constructed this bridge.” : 

e were, therefore, rised to find that English papers 
of Oct. 24 have advertisements of Messrs. George in ne 
rand & Co., of London, offering an issue of £200, ond 
first mortgage 7 per cent. bonds of this company, 81%, 
deemable in 22 annual drawings, beginning in 1877, pv wee 
The prospectus announces that the company purposes aa 
struct a bridge over the Arkunsas at Little Rock, which Keone | 
1,080 feet long, with a highway over the railroad trac! on vo 
speaks of the structure as having the materials for the a 
and substructures nearly ready to put down, that it is een 
contract, and to be completed by Oct. 1, 1875. The aoe 
Trust Company is iven as the 





the mortgage. Altogether the advertisement looks ~ 
one prepared for publication two years 98% 


amounting te $35,880.11. 
, The Traffic Department reports for October earnings as fol- 
ows: ‘ 
4. 1873. 
In Illinois, 707 miles............++.. $610,018.20 $610,728.31 
In Iowa, 402 miles..........sss.se00e 194,078.75 186,393.23 
Total, 1,109 miles... ......... $804,096.95 $797,121.54 
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says that four railroad companies have contracted to use the 
bridge and pay 25 cents per passenger, and $3.50 per car of 
freight which they shall take across it, while three of them 
guarantee a minimum toll of $25,000 per year, which the 
fourth will do also when its road is completed; also that two 
of the companies lust year ferried across the river traffic 
which at the above rates would have paid the ay 3 company 
£23,090. No names of officers or directors of the bridge com- 
pauy are given in the advertisement. 


Delaware River & Bound Brook. 

Mr. Hugh Rehill, of Elizabeth, N.J., who has the contract 
for 19 miles of grading from Bound Brook, N. J., to ——— 
ton, has begun work and will shortly have 500 men employed. 


Connecticut & Passunegete Rivers. 
The working hours in the shops have been reduced to eight, 


with corresponding reduction in pay. Wages of section hands 
have been cut down 15 per cent. 


The Iowa Railroad Law. 

The Burlington & Missouri River Railroad erg ad has 
brought suit in the United States Circuit Court for an in- 
junction to restrain the Attorney-General of Iowa from bring- 
ing any more suits against the company for violation of the 
railroad law until those now pending are disposed of. 


Kansas Pacific. 


Officers of this onnpeng met those of the Union Pacific at 
Omaha, November 5, to effect an adjustment of freight and 
passenger rates on all competing traffic. 


Dayton & Southeastern. 


Meetings are being held all along the line of this projected 
road, an bg subscriptions are bees secured. The line 
is from Xenia, O., east by south through Washington & Chil- 
licothe to the coal fields of Jackson County. It is to be a nar- 
row-gauge road, 


Georgia Railroad Taxation. 

Four companies only have complied with the new tax law 
and made the necessary returns, the Northeastern, Savannah, 
Skidaway & Seaboard, South Carolina and Atlanta 
Street railroad companies. The taxes assessed on 
these were all small amounts. The Atlantic & 
Gulf, Atlanta ‘& West Point, Augusta & Savannah, Au- 
gusta & Summerville, Central, Eatonton Branch, Georgia, 
tome, Southwestern and Western & Atlantic have paid in- 
come tax under the old law and will contest the validity of the 
new one. Executions have been issued against the Alabama 
& Chattanooga, Atlanta & Richmond Air Line, Savannah & 
Charleston and Selma, Rome & Dalton companies to compel 
their compliance with the law. The whole amount of tax in- 
volved is about $175,000. 


Georgia Railroad Legislation. 

An organized effort is being made to secure from the next 
Georgia Legislature the passage of a bill to regulate rates of 
freight on the railroads of that State. Much complaint is made 
of discrimination between towns, much of which seemed to be 


based on the usual and necessary distinction made between 
through and local rates. 


Chicago, Rock Island & Pacific. 

The treight engines on the Lowa Division, now run across 
the Mississippi to Rock Island, instead of aeening at Daven- 
oot as heretofore, thus making Rock Island the end of the 
division. 

The suits brought by the city of Davenport, Ia., to recover 
back taxes from this company have been concluded by a com- 
promise. The company agrees to pay $10,000 as taxes tor 1867, 
1868, 1869, 1°70 and 1871, and a judgment for that amount is 
to be entered and paid up within days. The city agrees 
also to accept $1,000 in full for taxes of 1872, 1873 and 1874. 
This closes a tedious litigation. 


Savannah & Memphis. 


By the prompt completion of this road 60 miles from Socios, 
the company secures the State subsidy of $4,000 per mile on a 
third section of 20 miles. Work is being pushed forward on 
the grading from the present terminus at Atkins’ Gap to the 
crossing of the Selma, Rome & Dalton at Childersburg, a 
distance of 20 miles. 


Lake Shore & Michigan Southern. 

*,The master mechanics and nearly all the shop foremen of 
the Toledo Division shops at° Norwalk, O., have been dis- 
charged, and it is alleged that numerous irregularities and 
frauds in the management of the shops have been discovered, 


Union Pacific. : 

e trustees of the Omaha Bridge mortgage give notice 
that, in accordance with the provisions of the mortgage, 47 
bonds have been_ selected by lot and will be redeemed as pro- 
vided at the London & San Francisco Bank, London, or the office 
of Drexel, Morgan & Co., New York, April 1, 1875. The numbers 
of the bonds drawn are: 85, 96, 168, 191, 284, 256, 282, 298, 
324, 856, 541, 545, 563, 571, 574, 594, 643,88, 857, 960, 1104, 
1122, 1128, 1148, 1156, 1158; 1203 1267, 1258, 1927,’1388, 1400, 
1429, 1562, 1585, 1611, 1653, 1758, 1776, 1968, 2017, 2079, 2080, 
2182, 2194, 2238, 2398. 


Napa & San Rafael. 

It is proposed to build a narrow-gauge railroad, from San 
Rafael, Cal., northeast to Napa, a distance of $2 miles. The 
rroject includes an exten:ion of about 50 miles northward from 
Napa, with one or two short branches, 


Southern Pacific. - ae aay 

n the San Joaquin Valley line, the track is laid to Bakers- 
field, Cal., three miles beyond the late terminus at Kern River 
and 47 from Goshen, the northern end of the line. 


Southern of Long Island. 

It is stated that hereafter through trains wiil be run to 
prtebogue passing over the Flushing, North Shore & Central 
to Babylon and thence over the Southern. Under this arrange- 
ment passengers from east of Babylon will have choice of two 

outes. 


Wood River Branch. 

This road has been completed and in operation since Jul 
ast. It is 544 miles long, and runs from the New York, Provi- 
dence & Boston at Richmond Switch, R. I., through Wood- 
ville and Hope Valley to Locustville. It is worked as a branch 
of the New York, Providence & Boston, and that company has 
& considerable interest in the stock. 


Watertown. 


A company by this name has been organized to construct a 
railroad from the village of Watertown, in Rock Island County, 
Ill,. to the northeasterly boundary of the county some five 
miles and a'so to construct branch railroads from such main 
line to any point on the south and east boundary lines of said 
county. Tne amount of capital stock is.fixed at $55,000. The 
President of the company is Alexander Mitchell, of Milwaukee, 

8. > 


Springfield & Illinois Southeastern. 

. In the United States Circuit Court, November 2, an order 
Was entered directing C. A. Beecher, Receiver, to make such 
settlement of claims due for labor performed before January 
14, 1874, as may seem to him just and necessary for the pro- 
. ection of the property. This settlement or compromise must 
helt ted to by M. H. Bloodgood, the agent for the bond- 

olders who have joined in the purchase of the property, 





In the matter of R. Irwin & Oo., holders of certain bonds, 
it was ordered that the bondholders concerned in the fore- 
closure and the Master who made the sale should appear at 
the next term of the Court and show cause why the petition 
should not be granted. 


New Jermay West Line. 
This r is to be sold under foreclosure of mortgage De- 


cember 26. It is completed for 16 miles from Summit, N. J. 
west to Bernardsville, and nearly all the grading from summit 
east to Newark was done three years ago. 

Boston & Albany. 


The following summary of the business for the year ending 
September 30, 1874, has been published : 








Earnings from passemgers........0.eeseeeeecsees coos see + $3,015,876 
WRN evs cc cence 080 €¢ \S0097 C000 c00e + ¢- e000 cee, Sanne 
Other sources........ “6oanr ne « 664,152 

Total earnings ($33,445 per mile)....... 2 9000ees cence ENED 
Operating expenses (73.06 per ceDt.)...-..00-.++seeeeeee es 6,548,211 
Net earnings ($9,911 per mile)........... evceee oeeeees $2,414,916 
eT teeters ee 554 
Dividends (10 per cent.)........+. 
Pittsfield & North Adams rental... .... eee 
Ware River rental..... ccdeckgebsewens, we cosveceivees,,, Ge 
2 392,464 
Surplus for the year....cesecesseeceseres oe eocssccsee $22,452 


As compared with the previous year there is a decrease of 
8% per cent. in earnings ; a decrease of 13% per cent. in ex- 
penses, and an increase of 8 per cent. in net earnings. 

The board of directors has declared the usual semi-annual 
dividend of 5 per cent, 


Liability of a Oompany for Contractors. 

The Court of Appeals of New York has just given a decision 
of some importance in the case of McCafferty against the 
Spuyten Duyvil & Port Morris Railroad Company. This was 
a suit brought to recover damages for injury done to private 
propey by the carelessness of a sub-contractor in blasting. 

he suit was first brought in the Supreme Court, and the 
company was held not liable. The General Term of the same 
Court reversed this decision, and now the Court of Appeals has 
sustained the original decision, and holds that the contractor 
who employed and superintended the men is liable, and that 
no damages can be recovered from the railroad company. 
Grand Trunk. 

The Toronto (Ont.) M Times of November 6 says : 
“It is stated in Montreal that the Canada Rolling Stock Com- 
pany and the Canada Railway Equipment Company have both 
sold out to the Grand Trunk way Company: the consider- 
ation paid is said to be in the neighborhood of $1,250,000, for 
the right and effects of both concerns.” 


Railroad Taxation in New Jersey. 

In a suit brought by the Morris & Essex Compoeg against 
the State Commissioner, the New Jersey Supreme Court has 
decided that while under the original charter of 1835 the main 
line of this road is exempt from all taxation except the 04% per 
cent. on the capital stock provided for in the charter, the 
Phillipsburg Extension and the Boonton Branch, the charters 
for which was obtained in 1865, are subject to taxation under 
the law of 1873. The constitution of 1846 provided that the 
charter of any corporation which should be ted thereafter 
should be subject to alteration or reyeal by the Legislature. 

This decision also by 1mplication affirms the constitutionality 
of the railroad tax act of 1873. 


Oairo & St. Louis. 

Track has been laid from Cairo, Ill., northward five miles, 
At that point it was suspended for a day or two to wait the 
arrival of bolts for the rail joints. 


New Brunswick. 

Tnis road is now in operation from Gibson, N. B., on the St. 
John River, nearly opposite Fredericton, westward to North- 
ampton, and thence northward to Florenceville, 71 miles from 
Gibson. It follows pretty closely the general course of the St. 
John River. A branch, nine miles long from Woodstock Junc- 
tion (52 miles from Gibson) west to Northampton is also in 
operation. The road is of 3 feet 6 inches gauge, and runs 
through a heavily timbered district. 


Oanada Central. 


Arrar gements are being made to begin work on an exten- 
sion of about forty miles from the present terminus at Ren- 
frew, Ont., northwest up the valley of the Ottawa to Pem- 


broke. The gauge of the road is to be changed to 4 feet 84% 
inches. 


Oastle Shannon, 


A new inclined plane to be used by the passenger trains is 
being built in Pittsburgh. It extends from Carson street in 
the South Side to Mount Washington and has a lower grade 
than the coal incline now in use, A large force 1s at work and 
it is nearly finished. ° 


Montpelier & Barre. 

The contractor, Mr. C. P. Kimball, has puta considerable 
force on the grading and intends to have the road ready for 
the iron by spring. 

Grand River Valley. 

The United States C’rcuit Court has given judgment in the 

case of James H. Blake vs. the City of nd Rapids, for 


$29,092.21, on bonis issued in favor of the Grand River Valley 
Railroad Company. 


Wallkill Valley. 
Stock in this company is not judged to be a very valuable 


investment, as 700 shares of it were sold at auction in Kings- 
ton, N. Y., recently for $1.50 per share. 
Atlantic, Mississippi & Ohio. 

An arrangement bas been made by which the exchange of 
express business will be resumed between the thern Ex- 
press and the express line over this road, which n by the 


railroad company itself. For some time past this exchange of 
bus‘ness has been broken off. 


Utah Western. 
The iron for this road has been bought and shipped and 
tracklaying will be begun as soon as it arrives at Salt Lake. 


Frankford & Breakwater. 

The directors have declined to accept this rosd from the 
contractors, it being alleged that the work is not completed 
according to the specifications. 

Weshington, Oincinnati & 8t. Louis. 

The Rockingham (Va.) ister says: “ The grading of the 
narrow-gauge rail nburg to Bridgewater was 
completed on Friday last. The whole road from this place to 
a poipt beyond Sangersville is now ready for the ties and iron. 

e next section has been let to J. W. F. Allemong, who will 
push the work of grading forward.” 


Lafayette, Muncie & Bloomington. 

The board of commissioners of Tippecanoe County, Ind., 
have brought suit against. this company, the object being to 
rele+se the county from a subscription to the stock made with 
the understanding that the shops would be located in Lafay- 





out of the hands of eign chaps 
were placed elsewhere, and hence the ry not 

po hse the amount voted, $378,000, and is desirous of having 
r 

ceiv 


nded $196,000 of this amount which the company has re- 


Oentral, of Minnesota. 

The track has been laid to Wells, Minn., on the Southern 
Minnesota Railroad, 36 miles south by east from Mankato, 
which is all of the road which is to be built at present. Regu- 
lar trains will begin to run very soon. The traffic of this road 
can be conducted either with the St. Paul & Sioux City or the 


Southern Minnesota, and the Winona & St. Peter also will be 
glad to get it, doubtless, 


Great Western of Canada. 

The Secretary announces that the allotment of new shares, 
which were first offered to the shareholders in proportion to 
their holdings, and those not taken afterwards to the whole 
body of shareholders at about 49 per cent. of their faces, were 


all taken at these rates, so that none could be offered to non- 
shareholders. 


Pacifico Mail. 
It is reported that negotiations are pending for an adjust- 
ment of differences with the Union and Central Pacific com- 
anies. The basis of the gqvocmans under discussion is said 
be that the China freight shall hereafter go to and from 
Francisco by rail instead of by steamer by way of Panama. 


= 


ANNUAL REPORTS, 


Western Maryland. 


This go owns a railroad from Baltimore, Md., west by 
north to Williamsport, 90 miles. The road formerly ran to 
the Northern Central at the Relay House, but last year a new 
line was built trom Owings’ Mills to Baltimore. 

In the original transfer by the Northern Central to the 
Western Maryland Company of the Green Spring Railroad, ex- 
tending trom the Relay to Owings’ Mills, it was stipulated 
that should the Western Maryland Company subsequently 
construct an independent line to the city of Baltimore, it 
should re-transfer the Green eT Railroad to the Northern 
Central Company. Agreeably to this po a re-transfer 
of nine miles was made in July last, the Western Maryland 
Company r , under a satisfactory arrangement, that 

rtion included in and compusing its main line between 

wings’ Mills and Green Spring Junction, about one and one- 
fourth miles. 


By the latest report the property was represented as follows: 


ette. Before the a ge of the road Sacuneny Baet 








Stock ($7,592 per mile)........ 9066 000000 060600 000000000008 $683,243 
Bonds ($4,889 per mile)..--..+...ccccce-eecceeeecccecev eee 8,675 000 
Total ($48,425 per mile).............2..ccccecsrenseeseseees "$4,358,243 


There is besides about $171,000 funded coupons. A large 
portion of the bonds are endorsed by the city « f Baltimcre, 
The operations for the year ending September 80 were: 








1874. 1873. 
Earnings from passengers.............. $131,028 O46 naeneeenes 
ME SEES)  sbe0 coon: senccene, SEE. 9 ,.Samessoce 
Other SOurCEB.......0.-+-seeeee scab eouee 383 46 eee 
Total earnings, ... ......... os: coe QaUtTOe Oe $218,384 28 
Operating expenses ée 194,442 38 192,083 69 
Net earnings S seen bovdn ed ebéebases $83,349 86 $26,300 59 
Gross earnings per mile, ........+++5+. 3,087 00 2,669 00 
Net « 8 = depocecene sae 926 00 309 00 
Per cent, Of CxpeNseB,.....60eeeseeeree 70.00 87.96 


The increase in earnings was $59,407.96, or 27.2 per cent.; 
in expenses, $2,358.69, or 1.2 per cent.; in net earnings, 
$57,049.27, or 216.9 per cent. 

Besides the ordinary expenses of the Transportation, 
Machinery and Road pp there are included in the 
statements for 1874, $15,643.02 of general expenses not hereto- 
fore reported in this connection, and $5,953.52, paid in street 
car fares and drawbacks on drayage, the first of which has 
been wholly discontinued, and the latter substantially so since 
1st June ; $52,108.53 of the above balance has been applied to 
the construction of new side tracks platforms, buildings, im- 
proved bridges, equipments, etc, etc. Over four miles of new 
rails were laid d g the summer, and the track generall 
has been much improved ; 2,100 feet of new sidings and switc 
connections have been laid, 1,008 feet of new truss bridges 
and 1,044lineal feet of passenger and milk platforms have 
been erected ; one ten-wheel locomotive has been thoroughly 
rebuilt, and $10,966.23 expended in ballasting the old road. 

Much of the road between Gorsuch and Union Bridge must 
be reironed, tied and ballasted during the current year, after 
which it will bein condition to work at a minimum cost, with 
an increased business ca) ~~. 

= hy year there have been 255,392 passengers moved, 

while in °73 there were 149,608, making an increase of 105,789, 

or over 70 per cent.; and in receipts therefrom of $32,149.68. 
The inactivity in railroad construction since the great mone- 
tary crisis of years ago, has so depressed the iron market, 
that there seems a general disinclination on the part of 
manufacturers to produce metal at — prices, hence the 

almost total suspension of the ore business and the loss to it 
of a large and protitable tonnage. 

The locomotive mileage was 335,305 miles, of which there 
was in passenger service 170,201 miles, in one 194,289, 
and in road service 40,815 miles, or respectively 51 per cent., 
87 per cent, and 12 per cent. e average cost of locomotive 
service was $12.60 per 100 miles run, exclusive of wages of 
engineer and fireman. 

nder a recent ngement with the Baltimore & Potomac 
Company for trackage through their tunnel, it is believed a 
moderately remunerative coal business can be done with Can- 
ton, but it will be necessary to procure additional and more 
suitable equipment. 

Pending negotiations with the Baltimore & Potomac road for 
use of tunnel, a reconnoisance was e of a connection 
between this road and the Union road via Woodberry, ing 
through the depression immediately west of Druid Hill Park, 
and aloes the east side of Jones’ Falls to Union Junction. 

The line would be about 3% miles in length, and could be 
Som Air cheaply constructed. . . 

The Baltimore & Potomac Company in the meantime evinc- 
ing 4 disposition to co-operate in through arrangements, the 
scheme ofan independent connection was for the present 
abandoned. : 

This Company in its eompetition with the Baltimore & Ohio 
road has been able to make a fair division of business, notwith- 
standing the man bap Ar ap it has had to labor under 
in handling its bulky and and low-priced freights at Fulton 
Station, against the superior terminal facilities offered by its 
great competitor, and it has now entered into mutually ad- 
vantageous arrangements with the Northern Central and Union 
— for working bulk freights to and from North street and 

anton. 

The report says ‘‘It is not the policy of your directors to rest 
satisfied with a road to Williamsport, but in view ofthe great 
importance to yourselves and the city of Baltimore, steps will 
be taken as early as practicable to secure two important ex- 
tensions or branches, which if successful, will make the West- 
ern Maryland one of the fimportant roads of the country, 
and will be the means of largely promoting the growth and 
trade of the city, by bringing toit business entirely new, 
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enabling it to recover that which it has jemqeneety lost, and 
securing itin much that it now pose by warding off or 
neutralizing the encroachments of rivals. 


New York, Providence & Boston. os a 
This com owns @ line from Groton, Conn., op ie New 
London, serikenes to Providence, R. 1, 62, es, and it 
works also the Weaterly Granite sont, 1% me and the Wick- 
ford Railroad, 3% miles, making or fos in all. 
The property is represented as fo Ws : 
tock ($40,000 per milo Owned).........++++seeeeeceee + «+ +§§2,600,000 
Donte (e0i0al ps - 1,253, 


Total ($60,048 per mile).......00ee0000s Pepsin $3,753,000 


This represents also an investment of $425,000 in the Ston- 
ington Steamboat Company. 
be operations for the year ending August 31 were: - 


1874. 1873 


$480,696 17 
SUIT" se9' 168 92 855,017 40 


Ce eee ee weneeee 





Freight......- 











Other sources (including dividends on 
pcb sot <r ob eccseess 120,254 70 97,857 73 
Total earnings ..... $947,359 86 $933,631 30 
Operating expenses.... eee 563,723 28 65),311 35 
Not CarMingB....ceserscreceecscees $383,636 58 $383,319 95 
Gross eernings per mile.......+++00+++ $14,035 $13,832 
Net bpd 66 4 pocvccescccoves 5,683 5,679 
Per cent Of CXPOTBCB.....e+.eeeerseeee 59.50 58.94 


The increase in earninzs was $13,728.56, or 1.47 per cent. ; in 
expenses, $13,411.93, or 2.44 per cent.; in net earnings, $316.63, 
or 0,08 per cent. 

The traffic of the year was as follows : 





1873. 

ashen emmy strode 317.318 
COMMUBETB. ... 0000 coeresercerecrens 106,192 
Total paBbENgers..... ssrercceresecceees 656,551 
Menem TnTt reteineetonetarcccae a ic 
Total tonnage......-+++e-er+e cote eecopes “254 110 “947, 754 


The mileage of Lryeroged and freight trains was 471,415; 
construction trains, 15,015; total, 486,430 miles. 
A summary of the income account is as follows: 








Balance from previous year...... -+++++5++ Sponecesaan cone $29 066.07 
Net earnings..... Deeg crpesecaboesrcocncceseosecs poesceegese 383,636.58 
De ncn tekst bas oneece hansoone sacknpe ones 50,000. 
New stock (including $2,139.50 premium).........+..++ +++ 054,279.50 
$281,000.00 $916,982.15 
Dividends (10 per cent.)....... Weeede dp dob csee 090. 
RGMEEDE c. catrckeerreenscoeeeste.reas_99eees, ae 
PXtra OXPONBES....-.0. ee cree ceereceveecees +» 1,410.77 
Construction account . ...... ese.eseseceees 935,092.35 
Bonda Lng = a. sab cn sae. sabrsorepreses ares 
Ww Wanch BtOCK.....6 ceseeeeses ogee 000. 
rarer —-— 677,293.12 
Balance to new account...... sseeeeeee vee $239,689.03 


During the year the second track has been completed from 
Stonington to Providence, 50 miles, and is now in use. In re- 
pairs of the old track 500 tons new iron and 27,000 ties were 
used and 5,000 old rails were repaired and relaid. 

The policy of running short local trains out of Providence 
has been continued pw will, it is believed, bring ina full re- 
turn hereafter. ‘ 

Ar ements have been made to equip and work the War- 
wick Railroad when pemaeres. 

The increase of capital stock, of which 20 per cent. was 
called in just before the close of the last fiscal year, was com- 
pleted in October, excepting 720 shares, which were disposed 
of by public auction, in April, at 125, and the premium ob- 
pat t amounting to $18,000, was divided pro rata among the 
parties entitled thereto. 

The company holds $178,000 of the 7 per cent. bonds of the 
issue of 1869... $76,000 be held to retire the 6 per cent. 
bonds due in 1878, and the balance will be available for future 
improvements. 





Working Single Track Railroads in England and America. 





In reporting on the disastrous collision on the Great Fastern 
Railway at Thorpe, Captain H. W. Tyler, Chief Inspector of 
the Board of Trade after describing the line in the vicinity of 
the station, gives the following account of the rules by which 
the train was run, the gross violation of the rules of the road 
in respect to sending train orders by both the telegraph clerk 
and the inspector who gave the orders, and the concluding 
discussion of the general subject of. working single-track rail- 
roads. The neglect of the men to observe the rules intended 
to serve as a check on mistakes and misunderstandings is 
almost exactly similar to what we have more than once noted 
in connection with accidents in this country, and indicates a 


laxness of discipline quite common here, but which we did not 
expect to find in England. 


This is the most serious collision between trains meeting one 
another on a single line of rails, if not the most serious rail- 
way catastrophe as regards the numbers of liv s lost and 
serious injuries, that has yet been experienced in this country. 
In discussing the circums' under which it occurred it will 
be nec first to consider the system adopted in the work- 
ing of the line, and how far it was liable to break down in con- 
sequence of mistakes or misunderstandimgs on the part of 
the servants of the company employed carry it out; 
secondly, to examine the immediate causes by which the acci- 
dent was produced, and the blame to be attached to the ser- 
vants of company implicated ; and thirdly, to consider the 
principles generally adopted in the working of single lines, 
and oy ane by which oe ie of neckien 8 OS t | nature 
ma proveled naas © system employed may, as 
ml be “to gla Al evidence, be fine dosaribed. . 

n e n of the line in question, no 
engine-diciver, whether running punctually or noe with py Do 
ular train or with a special train, was allowed to leave either 
Norwich or Brundall without ins ons being handed to him 
on a printed form authorizing him to on his journey. 
The duty of formally starting the engine-driver in this man- 
ner devolved on the vw yer on by hg night duty at Norwich, 
and on the — a noes . _ long a eine 
were runn unc » accor roperly-arrange 
working oneiaiie there could, of cours, tn case, be cay 
risk of such acollision. It was only when special trains were 
employed, or when there were alterations from the cxvaeing- 
places laid down in the time-tables, that elements of ris 
were introduced. Before trains were allowed, in con 
sequence of unpunctuality or otherwise, to cross each other 
at places not appointed in the working time-tables, tele- 
gee messages in simple forms always adhered to had 

be exchanged between the two stations. At Brun- 
dall the responsibility rested on the station-master alone. 
Tt was his duty to work the saearnen instruments, as well as 
to arrange for any alterations in the crossing-vlaces of the 
trains. At Norwich this duty was divided between the inspac- 
tor and the telegraph clerk, It was the duty of the inspector 


00 | Robson had heard and un 





to write, or to employ the telegraph clerk to write, and when 
written to sign, any message Jon fain le-line business ; it was 
the duty of the clerk to transmit such message when signed ; 
and it was, further, the duty of the inspector to sign the re- 
ply, without which the message was not considered complete, 
and which, when properly received, indicated that it had been 
well understood. So long as this system was strictly adhered 
to, no collision between meeting trains could be expected to 
occur ; but there was clearly, in the event of any laxity of 
practice, less liability to mistake at Brundall, where one man 
was responsible for the whole arrangement, than at Norwich, 


009 | Where the duty of making and completing the arrangement, 


and of transmitting the message, was divided between an in- 
spector and a telegraph clerk. But even at Norwich there was 
little if any risk of mistake if the inspector took care that no 
change of crossing-places was permitted without a proper 
message, signed by himself, being entered 1n the telegraph 
book for transmission, and a proper reply, also signed by him- 
self, being received to show that it was understood ; and if he 
at the same time acted in accordance with any arrangement 
he had thus made through the telegraph clerk with Brundall. 

As regards this particular case, there appears to have 
been a misunderstanding in the first ogg between the 
station-master, Mr. Sproule, and Cooper, the inspector, as to 
whether, the express train being late, the mail train should 
be ordered up from Brundall, Mr. Sproule believes that 
while engaged in signing letters and pay-sheets, he said 
‘certainly not” in reply to Cooper’s suggestidn. Cooper says 
he understood him to assent to the suggestion, and went 
straight from Mr, Sproule’s office to the telegraph window and 
acted upon it. Whatever be the truth of this matter, no 
danger ought, however, to have arisen in consequence of such 
a misunderstanding. The rules and practice in regard to the 
working of the single line ought in either event to have been 
sufficient to prevent the risk of any accident. 

The blame, as regards the immediate causes of the collision, 
lies clearly between Inspector Cooper and Telegraph-clerk 
Robson. The evidence as to what passed between them rests 
mainly on their own statements, and they contradict each 
other in important particulars, Itis difficult to believe that 
Inspector Cooper would, almost immediately after leaving the 
telegraph window. have informed Inspector Parker that he 
had not ordered the mail train up from Brundall, and that the 
express train might be started from Norwich, unless he had at 
that moment felt satisfied that the meseage which (according 
to his own statement) he directed Robson to prepare at 9:21 
had either been delayed for want of his signature or had been 
canceled. And it is —_ difficult to believe that if 

erstood Cocper to tell him 
(as Cooper states he did) to cancel the message, and had 
replied, ‘‘ All right, Captain,” he would, if he had previously 
transmitted the message, have failed to cancel it, or would 
afterwards have transmitted itin spite of its having been can- 
eelled. It is evident there was a misteke, or misunderstanding, 
between Cooper and Robson, and that both were to blame. 
Sooper admittedly directed Robson to order the mail train for- 
ward trom Brundall; and, having once done so, he ought to have 
made very certain either that the message was not sent, or that 
it was cancelled, and that no doubt could exist on the subject, 
before he permitted Inspector Parker to start the express train 
from Norwich. It # true that he had not signed the message, 
that it ought not to have been transmitted without his signa- 
ture, and that he might suppose that even if it had been trans- 
mitted without his signature it ought not to have been acted 
upon at Brundall; but he should have taken care that on a 
subject of such vital importance there could be no possibility 
ofa mistake. Having once given an instruction for bringing 
the mail train forward from Brundall, he ought to have clearly 
ascertained whether the message had been written in the 
book, whether it had been forwarded, and whether, if so, the 
usual reply to it had been received; and he ought to have 
made quite certain that no chance of error coul exist, that 
it was struck out if writtenin the book and not transmitted, or 
that it was cancelled by a second message if it had been trans- 
mitted before the express train l-ft Norwich. But, as qualify- 
ing these remarks, ihe excuse which Cooper had made, to the 
effect that he did not more formally cancel the message which 
was so unfortunately transmitted to Brundall because he did 
not think there had been time for either writing it in the book 
or transmitting it, must not be overlooked; and Robson’s state- 
ment, that Cooper did not cancel the order for the message at 
all, must also be remembered. 

The telegraph clerk, Robson, admits, as in fact his book 
shows, that he torwarded, on Cooper’s verbal instructions, an 
unsigned message to Brundall, that the reply was at once re- 
turned from Brundall, and that thus the arrangement was 
complete for bringing up the mail train from Brundall at 9.26 
p. m. And yet he waited for six minutes until 9.82 p- m., with- 
out taking any steps to call Cooper and make him sign the 
message and reply, bo:h of which ought to have received his 
signature. He had a bell at hand which he might have rung 
at any moment, and which would no doubt have brought up 
an inspector, if not also the station-master, from the next office, 
quickly to his window. But he made no use of it, and it was 
only, according to his own account, when the inspector of po- 
lice (Trew) came on other business to the telegraph window at 
9:32 p.m. that he made an inquiry concerning the express 
train, and ascertained that during those important six minutes 
it had run into the station, had started again for Brundall, and 
was probably about to come into collision with the mail, which 
was due to leave Brundall at 9.25, and which appears to have 
left that station by Norwich time at 9.27, In order to under- 
stand the gravity of his fault in sending an unsigned message, 
it must further be remembered that he forwarded to Brundall, 
as if it had been received, a signature which had never been 
attached by Cooper to the message. And there is an impor- 
tant discrepancy in the statements of the witnesses present in 
the telegraph office. One of them affirmed that Robson sent 
not only an unsigned but also an unwritten message 
to Brundall on a verbal order from Cooper, and 
afterwards wrote in. the _ single-line book the mes- 
sage, the reply to it. and a third message in anti- 
cipation of its being required. The time occupied in sending 
the message to Brundall and receiving the reply would 
account also for the difference between 9,21, when Cooper 
states he first went to the wicket, and 9.28 or 9.24, when, as 
the book shegs, Robson commenced to write his entries in it. 
If Robson had never, as he states, previously sent an unwrit- 
ten or unsigned message, it is difficult to understand how he 
could possibly rest in his office for these six minutes without 
taking measures for calling Cooper to sign the message and 
the reply which he had received to it. And the more so as 
he had at his hand a bell-cord, which he could easily have em- 
pores tor the purpo e. His excuse for not using it—because he 

eared that Cooper might complain, or, as he expressed it, 

might *‘ make a row,” and say he had rung the bell unneces- 
sarily—cannot be considered valid, when the case was so vital 
and the risk so imminent. He must, apparently, have been 
transmitting the message to Brundall two minutes after the 
express train entered the Norwich station, and, say, two 
minutes before the mail train left Brundall. By ringing the 
bell to ask for Cooper’s signature, even after he had sent the 
message and received the reply from Brundall, he might prob- 
ably, by calling attention to the message, have shown Cooper 
the danger of starting the express train at 9.31, and thus have 
preven.ed the collision, even supposing he had not heard him 
cancel the order for the message. But at this time there were 
no less than four other young men with him, against orders. 
in the telegraph office, whose presence might naturally ten 





to divert his attention from his duties. 
To sum up the case, as between Cooper and Robsdn, the 


blame must aquecenity attach to them respectively as follows: 
Cooper, after directing the fatal message to be sent, though it 
is true he did not sign it, and it ought not to bave been sent 
or to have been acted upon if sent, without bis signature, failed 
to 1ake such subsequent measures as should prevent the pos- 
sibility of a mistake, and make certain that there was no mis- 
understanding in the matter before he allowed Parker to start 
the — train from Norwich. As an experienced and re- 
sponsible officer such precautions might reasonably be ex- 
pected from him. Robson forwarded to Brundall as signed an 
unsigned and apparently an unwritten message, which was, 
he admits, against his instructions, and which he at first 
stated he had never done before; and he received a reply to it 
by which the message was, so far as Brundall was concerned, 
perfected and completed. He then allowed six minutes tc 
elapse without calling Cooper’s attention to the fact that he 
had done so, while the express train was entering and leaving 
the station for Brundall, taking no trouble to prevent mis- 
understanding on a matter ot such vital importance. Robson 
was further to blame in allowing four young men to be in the 
office where he ought to have been alone. Though he was not 
eighteen years old, he had for upwards of fourteen mouths 
been a on the same duty, and heis a young man of 
great in moe and apparently of good education. 

Out of 16,082 miles of railway open for traffic in the United 
Kingdom there were 7,395 miles of single line at the end of 
1873, as returned by the companies to the Board of Trade; and 
the various portions of single line making up the above total 
are worked under different systems, and under a variety of 
instructions, according to circumstances and the ideas of the 
officers of the companies. But the principles involved are few 
in number. Many years ago the collisions which occurred 
from trains meeting one another in consequence of mistakes 
in the working of single lines by telegraph led to the invention 
and adopton on many lines of the train-staff system; and it 
may be said, after considerable experience in the working of 
that system, that it has been attended with great, though not 
with entire success as a means of prevent:ng accidents from 
trains meeting each other. When train tickets are used with the 
train staff there is still a liability to collision from trains 
following one another; but when the train staff only is em- 
ployed,and when no’ engine or train is allowed to pass alon 
a section of tive line unless it is accompanied by the bein sta 
appertaining to that section, then the risk of misunderstand- 
ings or mistakes is apparently reduced toa minimum. The 
safest mode of working a single line that has yet been devised 
is believed to be a combination of train staff and block tele- 
oe. With the double check of the staff and the en 
here must be an extraordinary combination of mistakes by 
several persons to produce a collision from trains meeting one 
another from any fwo stations. But, unfortunately, increased 
satety is purchased under such a system at some expense of 
freedom and convenience in working. And this is especially 
the case where the traffic is irregular and considerable, and 


where long continuous portions of single line have to be 
worked, In rch cases other means have been adopted 
to effect thet oiject. For instance, the station-masters, or 


persons in charge of the statio s are not of themselves allowed 
on some lines to alter the crossing places of trains with each 
other, and can only do so under instructions from an officer of 
the company especially appointed to that duty. This officer, 
called a train despatcher, knowing from day to day by tele- 
graph how all the trains on his line are running, is able, with 
or without the aid of diagrams, according to circumstances, 
to direct their movements, and the station-masters, or persons 
in charge of the different stations, are simply required to obey 
his instructions—either to send the trains on or to stop them, 
or to see that any two trains cross each other or pass each other 
at his station, as the train-despatcher may direct. This sys- 
tem is in operation on the continent of America over contin- 
uous lengths of single line for hundreds and hundreds of 
miles, the lines being divided into sections, with train-des- 
patchers constantly employed on this duty, and having no oth- 
er duty to perform, in central positions on each section; and it 
is also employed on considerable lengths of line in this coun- 
try. But none of these systems, except perhaps the combina- 
tion of block telegraph and train staff, have been worked with 
entire freedom from accident. Collisions have occurred fre- 
quently in working single lines under different systems by tel- 
egraph, not only when station-masters and others have been 
allowed to arrange with each other for the alteration of crosr- 
ing places or passing places, but also when such alterations 
have been made unter special instructions from specially-ap- 
ointed or superior officers. Collisions have also occurred on 
ines worked under the traim system—in one case when 
the superintendent of a railway, with his directors in & 
train, himself violated the train-staff regulations ; and colli- 
sions may occur under any system that can be devised. What- 
ever checks may be established with a view to the avoidance, 
so far as possible, of mistakes and misunderstandings, it is 
—st to work with human — and there is unfortu- 
nately a tendency, after working for a length of time securely 
under any system, to laxity of practice on the part of em- 
ployes. They gradually acqui, e too much confidence in them- 
relves and in their — They cease to remember the 
importance of the checks or safeguards by which it is guarded. 
They fail while engaged in the daily routine of duties to realize 
the ‘risks that may be incurred by a departure from strict 
ru es, fixed practices and prescribed forms; and they only 
awake to the necessity for yielding themselves and requiring 
from others absolute adherence A rules and practice after 
some serious warning or some disastrous experience. The 
mode of avoiding laxity of this description is by the mainten- 
ance of rigid discipline, by constant, efficient and irregular 
supervision. The occurrence of an accident, and even of a 
very serious accident, under any particular system, should not 
be taken, without full consideration of al: the circumstances, 
to be positive _— against that system. And it must ~—_, 
be remembered, as the result of all experience in railway work- 
ing, that an inferior system, under good discipline, leads to 
better results than a superior system, without good disciplines 
On the occasion of so fright: an accident as the present, 
it is useful, with a view to the general know j 
edge and establishment of . proper principles, an 
in order to obtain increased satety in the | fature, 
to recall and sum up such considerations ; and it mus 
not be overlooked with regard to this particular case tet | 
only the inspectors at Norwich had, for instance, been in a 
habit of themselves writing the messages for altering f a4 
crossing places of the trains instead of employing, a6 they tor 
uently did, the icegeeen clerks to write those messages nel 
them, the safety of the traffic would not have been depen i 
upon a verbal arrangement, or at all events there would hav 
been less liability to any mistake or misunderstanding, — 
this collision would probably never have occurred. el nf 
ortant lesson, then, io be learnt from the circumstances 
his most deplorable collision is, not so much that one sys mt 
of single-line working is superior to any other system, a8 m 
whatever the system by which safety is sought to be secur a 
it should be fenced ubout with safeguards precisely 6x “en 
and carefully observed. That system may, however, “1 pe al 
sidered the ~— which can only fail under the most glariDe 





disregard of detailed instructions, and under which advautage 
is talon of the improbability of several peer se neue 
concurring in the same neglect or mistake. ; hat the 

It is satisfactory to be able to add, in conclusion, be East’ 
company propose to open a second line of rails a e- 
Norfolk Junction, 1% miles from Norwich, during = mor 
of October ; and then to work the line between the ~* by 
folk Junction and Brundall, so long as it remains sing/¢, 
the combined train-staff and block-telegraph system. 
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